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White 
Model 53 Bus 


Designed and Built to Give’Most _ 
Money-earning Milesvix 232 


The White Model 53 Bus meets the need of bus 
operators for a small bus with White power, White 
reliability, White ruggedness and White safety and 


comfort for passengers. 


EAR after year The White Company strength- 

ens its position of leadership as a manufacturer 
of high-grade motor busses. The company’s ex- 
perience as a bus maker, extending over a period 
of more than 20 years, is without a parallel for its 
scope and thoroughness. 


Especially designed to meet the exacting require- 
ments of passenger transportation, the White 
Model 50-B Bus, seating from 25 to 29 passengers, 
and the new small White Bus Model 53, seating 
from 14 to 21 passengers, afford the maximum 
of comfort and convenience to the riding public 
and the maximum of profit to the operator. 


Model’ 53, like all Whites, is built to stand up and 
to give reliable service at low cost over hundreds 
of thousands of miles. The chassis throughout is 
designed and built to meet the requirements of the 
small bus. field. It will give you what the thousands 
of White operators have learned to expect of a 
White—the most money-earning miles. 


THE WHITE COMPANY, Cleveland 


> REP RIGHT 


14 to 21 passengers 
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Dipped and Baked 
—75% More Service 


NSULATING varnish, properly ap- 

plied and baked, forms a hard, — 
tough coating that is moisture- and 
dust-proof. The varnish fills all cracks 
and crevices, holds loose coils and 
laminations in place, and restores 
damaged insulation to good condition. 


The proper baking of insulating var- | 
nish requires dry heat, close temper- 
ature control, uniform temperature all 

over the oven, and ventilation. All 
these conditions are best met with 
electric heat. 


Westinghouse electric ovens for bak- 

ing armatures are described in Leaflet ) 
_ 1819-A. A copy will be mailed to you 4 
~~ at your request. | 


Westinghouse Electric & Manufacturing Company 
East Pittsburgh Pennsylvania 


Sales Offices in All Principal Cities of 
the United States and Foreign Countries. 


Westinghouse 


Electric-Armature Baking Ovens 
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Car Design Gets 
a Forward Impetus 


RINCIPAL features of the new cars developed by 

Grand Rapids are presented elsewhere in this issue. 
These are the outgrowth of the ideas incorporated in 
three sample cars submitted by competitive builders 
last spring. The cars which are being delivered include 
what were considered the best elements of the sample 
cars. 


In this effort to stimulate the improvement of cars, 


Grand Rapids has rendered a notable service to the 
industry. Mr. DeLamarter believes that street cars 
can be made attractive to passengers and a credit to 
the city in which they are operated. There is unmis- 
takable evidence in these latest cars of the possibilities 
in this direction. 

Neither Mr. DeLamarter nor the JOURNAL believes 
that they represent the ultimate in design. Develop- 


ment of the automobile did not take place in a single 


' model or in the mind of any one individual. 


It has 
been the result of collective thinking and collective 
experience. Primary significance attaches to the Grand 
Rapids cars not as an ultimate design but as a definite 
step beyond the bounds of precedent. If the net result 
is merely to stimulate a more general effort to improve 
the street car as a transportation merchandising agency 
Mr. DeLamarter’s strenuous efforts in the face of 
many obstacles and some skepticism will prove of 
invaluable service to the industry. 


British Transport Workers 
Find They Are Not Indispensable 


OGGED determination to see it through at what- 
ever cost of personal comfort and convenience 
enabled the British public to win a real victory in the 
recent general strike. Rudyard Kipling, who has put 
the psychology of his fellow countrymen into words as 
few other writers ever have done, tells: 
How in all time of our distress 
And our deliverance too, .~ 
The game is more than the player of the game 
And the ship is more than the crew. 

Although written years ago, these lines epitomize 
exactly the spirit that broke the general strike. It 
was the realization that “the ship is more than the 
crew” that impelled Tom, Dick and Harry to keep 
the wheels turning when the regular workers quit. 

At this distance, it is impossible to evaluate accu- 
rately the merits of the controversy between the British 
coal miners and the mine owners; nevertheless, it is 


- sufficiently clear that the attempt to paralyze the life 


of the nation by calling a general strike, including pub- 
lic service employees, was not the way to settle the 
coal question. Grave fears were entertained in many 
well-informed quarters, however, that this effort might 


- succeed to the point of forcing some concession from 


the government. But the trades union officials appar- 
ently misjudged the temper of the British public. The 
ordinary, easy-going citizen got mad and upset the 
plans of the labor leaders. 

Volunteer workers were instrumental in restoring the 
transportation services promptly, as told in a news 
article from the London correspondent of ELECTRIC 
RAILWAY JOURNAL, and published elsewhere in this 
issue. While these volunteers undertook to operate to 
some extent the tramways rapid transit lines, and 
steam railroads, it was in the field of bus operation that 
they were most successful. A large part of the London 
traffic normally is carried by bus, and it was found 
possible by the combined efforts of the independents 
and experienced automobile drivers hastily converted 
into bus drivers, to provide a surprisingly effective 
transportation service. Private motor cars also car- 
ried many thousands of people. Conditions generally 
similar to those in London prevailed also in the smaller 
cities. 

Thus the British transport workers discovered that 
they were not indispensable. The public, greatly irri- 
tated by the attitude of the unions, determined to break 
the general strike and found they could do it. The 
experiment and its outcome taught a lesson that will 
long be remembered. 


Failure of Interstate Bus Lines 
Points to Need of Regulation 


ACK of interstate bus regulation has encouraged oper- 
ators in many instances to undertake a type of serv- 
ice which the bus is not fitted to perform. Recent 
developments in the field of New York-New Jersey oper- 
ation furnish convincing evidence of this. Traffic 
checks show only 24 lines now in operation, carrying 
some 6,000 passengers a day, as compared with 30 
lines carrying about 9,000 daily passengers a month ago. 
Altogether nearly half the routes that were in opera- 
tion at one time or another have been discontinued. 
Suspension of service on these bus lines is due to 
their failure to attract as much patronage as was 
expected. The total volume of interstate traffic in this 
territory is enough to support many times the number 
of buses which have been engaged in such operation. 
The bus service, however, has been not only less regu- 
lar than the rail service but also considerably more 
expensive. The slow crossing of the Hudson River on 
ferryboats crowded with other vehicles has been a 
serious obstacle to successful operation. Traffic con- 
gestion in New York City has been another difficulty. 
On account of these conditions only a small part of 
the rail traffic has been taken away—not enough to 
support the hundreds of buses which rushed into the 
business. The weaker operators have been forced to 
the wall, and in a number of instances the dealers have 
replevined the buses for failure to make purchase pay- 
ments. Many operators still continue, and in some 
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cases probably are filling a real transportation need. 
By providing through service without change of vehicle 
from certain suburban communities to the shopping dis- 
trict of New York City the buses supply a type of 
transportation which the rail carriers cannot offer. 
The extent of the demand for such service at the price 
which must be charged for it is problematical. Judging 
by the present trend of events it appears that the peak 
of this kind of operation has passed. 

However, it would be a grave mistake to assume 
that because there has been some improvement in 
this particular situation the whole problem will work 
itself out satisfactorily without official regulation. In 
the North Jersey area the rail carriers are in a strong 
position and have not been seriously affected by the 
competition. This is not true in every locality where 
interstate bus operation has been undertaken, and pro- 
tection of the rail carriers is undoubtedly necessary in 
many cases. Moreover, needless duplication of facilities 
is bound eventually to increase the price of transporta- 
tion and proper regulation is needed to protect the 
interest of the public in this regard. Responsible bus 
operators themselves would profit from regulation, 
which would prevent overcrowding of those routes 
where an opportunity exists to furnish service that is 
really needed. From every point of view the sooner 
that proper regulation is secured the better it will be 
for everybody. 


Amateur Engineering Is Dangerous 
as a Basis for Spending $4,000,000 


ALLING the report of Seattle’s Rapid Transit Com- 

mittee a layman’s report is perhaps the kindest 
thing that can be said. It is a noble effort but fraught 
with the pitfalls that lie in the wake of such attempts 
on the part of the uninitiated in technical matters. The 
“findings and recommendations” included in this report 
to the City Planning Commission are abstracted else- 
where in this issue. 

Seattle has had a hard time with its transportation. Its 
surface lines were dragged down for years by political 
barterers while under Stone & Webster management, 
and now as a municipal proposition it has been almost 
sunk to oblivion. Costs have mounted under city man- 
agement and revenues have steadily decreased. Now a 
new idea develops. Because the municipal operation has 
failed, as is maintained in the report, the committee 
finds that a combination subway-elevated system of 
rapid transit is necessary. 

No brief is held by this paper for or against the neces- 
sity of such a system, but the methods of arriving at 
the conclusion in the report in favor of it, founded on 
the variegated and somewhat heterogeneous nature of 
the material, would lead one to doubt the value of the 
findings, whether they were for or against the object of 
the investigation. Certainly the finding by the commit- 
tee that a rapid transit scheme was desirable because of 
the advertising value to the city will make cold beads of 
perspiration stand out on the brows of those who have 
lived through the early financing of some existing oper- 
ations. / 

The industry has trouble enough to solve the prob- 
lems confronting it, even with the use of the best talent 
available, without being embarrassed with projects that 
liken themselves to the old stanza, “I shot an arrow in 
the air, it fell to earth I know not where.” The report is 
colored with quotations from men well known in the 
industry, such as Frank Sprague, Roger W. Babson, 
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John Beeler and Edward W. Bemis. None of these men 
has reported on the Seattle situation, but the quotations 
and comparisons are drawn from public reports or testi- 
mony given in connection with investigations in other 
cities or from correspondence. Such scattered state- 
ments are interpreted in the report to have a bearing on 
the Seattle situation. ‘ 

Probably the committee was vested with the authority 
to make a report without being allowed an appropriation 
for the work involved. If this be the case, more respect 
would have been forthcoming if the committee had rec- 
ommended that an engineering investigation be made 
rather than produce the superficial report that, wrongly 
used, may cause incalculable harm. 

Neither Seattle nor the industry can afford amateur 
play with its transportation. 


Present Expediency 
May Endanger the Future 


EWS of the consummation by the Fifth Avenue 

Coach Company of an agreement to buy the New 
York Railways as a step in bringing about the estab- 
lishment of: a comprehensive bus system in Manhattan 
has again aroused general interest in the popular subject 
of bus versus street car in that city. : 

There are some phases of this latest move that may 
well be given attention by local transportation men in 
other cities, in order that the facts and the conditions 
surrounding the New York developments may be prop- 
erly interpreted and in order that the wholesale drawing 
of general conclusions from a most specialized set of 
premises may be avoided. 

It may be well to reiterate here that ELECTRIC RAIL- 
WAY JOURNAL is a hearty advocate of the bus as a 
valuable transportation tool. It is interested primarily 
in the development of the local transportation industry 
and has no fetish of sentiment or precedent in favor of 
any one vehicle over another. It believes that the bus 
makes possible a broader field for common carrier pas- 
senger business instead of foreshadowing the passing 
of the street car as a mass transportation agency; that 
the successful exploitation of this broadened field de- 
pends on the establishment with the bus of a higher 
grade form of common carrier transportation at pro- 
portionately higher rates of fare. 

One outstanding fact characterizes all of the various 
proposals to substitute buses for cars in New York. 
There is in the whole situation a primary motive of 
expediency. Some of the trolley lines which it has 
been proposed to remove have proved unprofitable. 
Others have been more or less profitable. But the 
significant fact is that these results have been obtained 
under conditions peculiar to operation in New York. 
These have been both political and physical. Under 
the former classification falls the 5-cent fare; under 
the latter is the expensive conduit slot contact system 
which the railways in Manhattan are required to use. 
There is also no apparent effort in New York through 
traffic regulations to expedite movement of street cars. 

In the sense that the proposal to substitute buses for 
certain rail lines offers a means of surmounting these~ 
obstacles which have retarded transportation improve- 
ment in Manhattan for years, the proposal may prove 
to be a wise one. But in the sense that it makes of 
the bus a mass transportation vehicle rather than a 
preferred service vehicle it is open to question. Worthy 
of note in this connection is the fact that there is 
no intimation in any of the various proposals which 
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have been made of any inclination by the Fifth Avenue 
Coach Company to modify in any respect the conditions 
or character of service which it now renders. Its pres- 
ent operations are not pooled in a city-wide system with 
the lines it proposes to establish. 

At present the Fifth Avenue system offers “a seat 
per passenger service” at a flat’10-cent fare. But there 
is some basis for considering that such service has been 
made possible only by virtue of the existence of other 
mass transportation agencies to take the overflow of 
those who cannot obtain a seat, and which give service 
of a grade lower than a seat per passenger standard 
at half the bus fare. Wholesale substitution of buses 
for cars involves use of the bus for this base service 
which by its existence makes possible maintenance of 
the present high standard on Fifth Avenue. Installa- 
tion of buses as merely street cars on rubber tires tends 
to load on their operation the public and political pres- 
sure for minimum fare and, by leading the public to 
consider buses as mass transportation vehicles, sets up 
in the public mind a standard of bus service that may 
prove a serious obstacle to the establishment of pre- 
ferred forms of service at relatively high rates of fare. 
Since it is in this latter field: that the bus appears to 
offer greatest prospect of development, the temptation 
for enthusiasts to aspire to street car replacement with 
buses seems an opportunist policy that may prove ex- 
pensive to both the public and future bus operator. 


Building Traffic Plans 
Around Mass Transportation 


LANNING street car and bus lines without paying 

attention to vehicle traffic in general is futile. The 
growth in number of trucks and automobiles in the 
past few years has been so great that it is almost be- 
yond comprehension. As an example, in Baltimore the 
number of automobiles registered increased from 44,500 
in 1922 to 81,400 in 1925, as shown by figures in the 
report of the engineers to the Traffic Survey Commis- 
sion. Use of these vehicles in the same period is in- 
dicated by cordon counts taken around the business dis- 
trict. These show 117,000 vehicle movements in 1922 
and 176,000 in 1925. If roadway space permits, the 
number of vehicle movements will be 308,000 in 1930 
and 386,000 in 1940, the engineers estimate. 

Here is a problem that transcends almost everything 
else concerned with the movement of public vehicles. 
Unless steps to provide for the situation are taken at 
once, a crisis will arise in the not very distant future 
that will paralyze all existing forms of transport. And 
similar congestion is the rule rather than the exception 
in American cities, large or small. 

Vehicle traffic cannot be legislated off the streets. It 
has become part and parcel of our civic development. 
So it is necessary to make provision for accommodat- 
ing it in such manner that it will interfere with public 
transportation agencies as little as possible. One way 
of doing this, as proposed in the Baltimore report, is 
the creation of a system of major traffic streets so 
located as to reduce to a minimum needless movements 
through the business district. 

But whatever the solution, the railway man should 
be in the van when it is being worked out. It is to the 
_ advantage of the city to have mass transportation pro- 
vided first of all, and individual transportation built 
around it. For only in this way will the best interests 
of business and industry be served. 
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Humanizing 
Modern Industry 


OME men there are whose prominence in the in- 

dustrial world lends a deep significance to their 
every utterance. But Owen D. Young, chairman of the 
board of the General Electric Company, is a national 
and international figure whose service to modern society 
has surpassed the limits of mere industrialism. Con- 
sequently his recent advocacy of a “cultural wage” be- 
fore the National Industrial Conference Board at its 
tenth anniversary meeting in the Hotel Astor, New 
York, on May 20, may be a powerful influence in broad- 
ening the industrial conception of social economics. 

Mr. Young defined the cultural wage as one that 
would enable the individual to develop his intellect and 
profit through the opportunities afforded by the re- 
sources and wealth of the country. The payment of 
this wage, he said, will not make industry less profit- 
able. On the contrary, he believes that the assumption 
by industry of a leading réle in the development of the 
social, as well as the physical and economic, sciences 
will tend to correct the tendency toward overmechaniz- 
ing which results from modern production methods. 

The old arguments for the bettering of labor’s lot 
were limited to a plane of mere materialism. Yester- 
year the talk all centered about the so-called living 
wage. While sociologists never have come to full agree- 
ment as to just what constitutes a living wage, never- 
theless it is apparent that the earning capacity of the 
individual has increased many times over with the ever 
more efficient production systems of the past decade and 
a half. But that increased earning capacity has come 
at the cost of submerged individuality; standardization 
of every process, no matter how minute, until today 
there has arisen the danger that the man will be com- 
pletely overshadowed by the machine; will become, in 
fact, a mere “Robot.” — : 

Mr. Young and other far-seeing executives decry this 
trend. They believe that the individual, who, after all, is 
the ultimate consumer, must be safeguarded from men- 
tal stagnation; must be encouraged and aided in his 
blind gropings toward self-expression. But considering 
the intangibility of the term living wage, it becomes 
evident that the desirability of a margin in the worker’s 
income above the mere necessities of American living 
standards is much more evident than the method of 
determining what that margin should be. Furthermore, 
the mere paying of a cultural wage will not insure that 
the working classes will immediately acquire culture, 
any more than the mere exposing of a youth to a col- 
lege education is proof positive that he is from that 
time forth and forevermore educated. To the mass of 
workers, left unguided in the effective use of an in- 
creased stipend, it would mean only a more impressive 
automobile or a more costly radio set. 

To hit upon some means of exercising a wise and 
kindly guidance in this direction which will not reek of 
offensive paternalism will present to Mr. Young and 
others of the same high caliber of executive leadership 
a task of no mean proportions. His recent statement 
may be taken as indicative of the changing attitude of 
progressive American industry today. There may be 
here that broader groundwork for industrial peace that 
is sought not only in America but throughout the world. 
To build on it an economic structure for bringing this 
desired condition of more universal culture into the 
realm of actuality needs deeper and broader thinking 
than has characterized industrial relations in the past. 
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An effort to incorporate beauty and smoothness of line 
into car design was made in the new Grand Rapids cars. 
Horizontal bands of color are carried continuously across 
the doors. 


_ New Cars for Grand Rapids 


Effort to Popularize Street Car Service Results in Cars Designed to Compete with 
Other Forms of Transportation in Attractiveness, Comfort and Quietness of 
Operation—Developed from Three Competitive Designs Submitted Last Spring 


ELIVERY of the first of a group of 27 new cars 
D built for the Grand Rapids Railway by the 
St. Louis Car Company has just been made. 

These cars, details of which were worked out by the 
car builder under the direction of L. J. DeLamarter, 
vice-president and general manager Grand Rapids Rail- 
way, include what were considered the best features 
of the three sample cars submitted by competitive 
builders last spring and described in ELECTRIC RAIL- 
WAY JOURNAL of May 9, May 16 and May 23, 1926. 
Various features of the cars as now built were decided 
upon after exhaustive study of the three sample cars 


in an effort to learn the preferences of the riding public - 


of Grand Rapids. 


STREAMLINE EFFECT SOUGHT 


Of outstanding interest to the electric railway indus- 
try is the attempt which has been made to improve the 
lines and appearance of the cars so as to make them 
attractive to the eye and a pride of the city in which 
they are to be operated. At the same time the interior 
has been given particular attention for the purpose of 
making a street car ride as comfortable as the limita- 
tions in the rate of fare charged will permit. It has 
been the opinion of Mr. DeLamarter that street car 
designers have an inherent advantage, both in the mat- 
ter of dimensions and general structural limitations, 
over the automotive designer in providing a comfortable 
ride at minimum cost. This was one of the motives 


back of the effort to build an improved type of car for 
Grand Rapids. To emphasize the character of service 
offered with these cars the management will refer to 
them as electric rail coaches rather than street cars. 
The results which have been obtained may be judged 
from the accompanying illustrations. 

Before the cars were built two complete models in 
wood to a scale of # in. to the foot were made up by 
the car builder from the original drawings. On these 
models, which were described in ELECTRIG RAILWAY 
JOURNAL for May 8, 1926, page 806, the lines of the car 
were perfected so as to give as nearly as possible a 
continuous streamline appearance that would eliminate 
the many awkward breaks and angles that are fre- 
quently present on older types of cars. These models 
also served to work out painting combinations which 
would emphasize the streamline effect that was sought. 
As a result of this preliminary study, numerous slight 
changes were made for improvement of the appearance 
that were not apparent on the ordinary working 
drawings. 


SKIRT AROUND BOTTOM 


Experience with the three sample cars originally sub- 
mitted last spring led to the adoption of a skirt extend- 
ing around the car below the body. In working out 
this construction, however, the skirt has been stream- 
lined with the step and the front entrance well. Three 
different combinations of exterior color are used to 
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) 
designate the cars for three different routes. Solid 
bands of color are carried horizontally throughout the 
length of the car, and this effect is further emphasized 
by moldings which act as division lines between colors. 
The colors on the letterboard, belt rail and side panels 
are extended horizontally across the doors to obtain the 
streamline effect sought. 

On a group of thirteen of the cars the side panels 
are blue with a light green skirt, blue letterboard and 
_gray roof. On all of the cars the posts between belt rail 
and letterboard are painted cream. A broad 4-in. band 
is set off at the belt rail line by half oval molding and 
is painted red continuously around the car. This band 
will be adopted for all cars on the system. It blends into 
a cowl at the top of the front dash which contains five 
lamps for illumination at 
night. The color combination 
on nine cars consists of pig- 
skin panels, desert sand skirt 
and letterboard, combined with 
red roof and belt rail bands. 
On five cars the side panels 
are desert sand color with a 
red skirt, letterboard and belt 
rail band. In this combina- 
tion a gray roof is used. 

Interior finish of the cars 
is in natural mahogany with 
white ceiling. The seats are 
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the rear exit door. Full safety car devices are included. 
There is also a selector valve attached to the M-28 brake 
valve for selective operation of the front folding doors. 
A conductor valve on the stanchion at the rear end con- 
trols the rear entrance door when the car is operated 
by two men. A back-up device furnished by the St. 
Louis Car Company is included in the equipment so 
that the car may be temporarily operated from the 
rear end for switching purposes. 

Special St. Louis Car Company equalizer type trucks 
in which the journal boxes are rigidly clamped into the 
cast-steel equalizer frame are used under the cars. The 
truck side frame rides in guides in the equalizer cast- 
ing instead of having the customary type of pedestal 
construction. The design is arranged so that either 


Stationary 

Pe Pla te glass 
_-Stop light 
Trolley catcher 


LSwing iE = 
out | 
Sx 1otionar, -y} Drop rop || 


aad 


Controller-. 
\ Head lights’ Hand brake, | 
Front End ar End He 


_ Bulletin boar 


of twin bucket type with 
double cushions, designed to 
provide the maximum in pas- 
senger comfort. These seats, 
which were furnished by the 
St. Louis Car Company, are 
upholstered in gray Spanish 
leather on fourteen cars and 
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Mosaic rubber tiling 


in gray Kemi-Suede on the re- 
maining thirteen. The total 
seating capacity is 42. Of this 
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off from the remainder of the 
interior. 

The cars are designed for 
single-end operation. They are 
arranged for one or two-man 
service, or may be handled by one man with street fare 
collectors. All apparatus at the front end is inclosed in 
-a special control cabinet. The operator has a full uphol- 
stered seat and the platform controller is dropped down 
in the floor to put the top at a convenient height for the 
seated operator. The Peacock hand brake is at the left 
of the operator instead of in the customary position in 
the right-hand corner of the vestibule. Green and black 
mosaic rubber tiling covers the entire floor, including 
the vestibules. 


Rapids Cars. 


in the Upper Views. 


INSIDE STEP AT FRONT END 


Platform and body floors are continuous. A 2-in. 
ramp leads from the center line to the side sill at the 
rear end. Inside step construction at the front end 
gives very low step heights of 11 in., 103 in. and 103 in. 
respectively from the rail to the top of the floor. The 
latter is 2 ft. 8 in. above the rail. Folding steps are 
used at the rear end. An automatic treadle controls 
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Plymetl Side Panels Are Used Outside of the Fourteen-Gage Steel Side Girder Plate on the Grand 
One-half Inch Thick Celotex, Both in the Sides and Floor, Is Intended to Deaden 
Noise and Provide Heat Insulation. 


Arrangement of Sash at Front and Rear Ends Is Shown 


friction or roller type bearings may be used by inter- 
changing a friction box for a roller box or vice versa. 
Provision is also made for application of a drum 
type brake if this is found desirable. Two of the 27 
cars will be equipped witheHyatt bearings and two with 
S.K.F. bearings. An accompanying illustration shows 
the general truck construction. 

Four GE-264 motors are used per car. Twenty-three 
of the cars are equipped with G.H. silent gears, in 
which a hollow web is filled with noise-absorbing mate- 
rial. The remaining four cars are equipped with Tool 
Steel gears with asphaltum pads bolted to the sides 
of the webs to deaden noise. Davis cast-steel wheels 
are made with six cored holes in each web. To three 
of these rubber pads are bolted to deaden the ringing of 
the wheels in service. 

Care has been taken in the body construction to 
deaden noise as far as possible. The i#8-in. pine floor 
is covered with a 4-in. layer of Celotex and then with 
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Pleasant Surroundings and an Air of Comfort in the Interior Are 
Designed to Attract Riders. View Looking Forward Toward 
Operator’s Position 


vs-in. rubber floor tiling. A 14-gage steel plate is used 
on the outside of the side posts and is stiffened by 
two angle pressings riveted to the plate at each post. 
One-half-inch Celotex is applied to the outside of this 
plate and covered with Plymetl outside panels. On the 
inside the side girder is also covered with 4-in. Celotex 
and then with three-ply veneer inside lining. The roof 
is of Haskelite, covered on the outside with Kemi-Suede, 
Around the bottom of the car the skirt is intended both 
to improve the appearance by concealing part of the 
running gear and also to deaden running noise by con- 
fining it under the car. On each side of the trucks 
the skirt is hinged in sections, which can be raised to 


At the Rear End Is an Automatic-Treadle-Operated Exit with 


Folding Step. For Two-Man Operation an Entrance Door Con- 
trolled from a Conductor’s Valve on the Platform Is Provided 
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Looking Back Toward the Smoking Compartment at the Rear 
End. Preliminary Experiments Proved the Popularity of This 
Arrangement 


make the truck and motor equipment more readily 
accessible for inspection and repair. These hinged sec- 
tions are arranged so that when in service they are 
rigidly fastened in place by appropriate clamps to form 


a continuous structure around the bottom of the car.. 


The cars are 37. fit. § in. long ‘over all> 240it.9 7am 
over body corner posts, with side post spacing of 31 in. 
and nine body side windows. They are 10 ft. 43 in. high 
from rail over top of roof and 8 ft. 5 in. wide over 
side sills. The weight completely eqtiipped for opera- 
tion is 29,500 lb. 

In the body the upper sash is permanent and the 
lower sash is brass, glazed with ws-in. plate glass and 


Inside Step Construction Is Used at the Front End. Apparatus 
Is Inclosed in a Special Control Cabinet and the Operator Is 
Provided with a Comfortable Seat 


** 


‘ 
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frame is provided as a shield 
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Details of Specifications for New Grand Rapids Cars 


Number of cars : DestinationySigNS 06 ...56 66s e ee Keystone | Roof) covering ©... 0... .+s+..5 0 Kemi-Suede 
Length over all » gi Door equipment with automatic exit.... Sate we as See Curtain Supply Rex Brass 
Length over body.............. 24 ft. 7 in. National Pneumatic Company | Seats ......... Twin bucket, St. Louis Car 
Width over side sills............ 8 ft. 5 in.| Energy-saving device...... Economy Meter { Thirteen cars, Eagle-Ot- 
Bteieht Over, rOOf 4). ........-.- 10 ft. 4% in. | Exterior paint...... Krakno, R. F. Johnson Seat material tawa Colonial Leather 
eating Capacity»... - 6. ee ee ee eee ee 42 Company ‘*** ) Fourteen cars, L. L. 
BOG DOStSNACINS. 6th ste et et ee Lee REE AIO MME Lee ix io) el oie ols ws tele ial wwllave tis Woods Wolf Kemi-Suede 
MVeight complete’... . 556.6. 6 ee. 29,500 Ib.) Floor covering......... Manhattan Rubber | Slack adjusters..... Westinghouse Form E 
Hoy \WWULIGE? 0 sess es oe St, Louis Car Company “ys-in, mosaic ‘tile. | Step iireads) sa seehes pee ys oe eae Kass 
(hel te lc St. Louis equalized E1B-58 : { 23 cars, G.E. hollow web Stop light and flashing signs........ Oskel 
0: ner jeer eais . Four G.E.-264-A | Gearing ....44 cars, Tool Steel long and Equipment Company 
Control..... bee ees Single-end G.E.-K-35-KK | short addendum Stanchionsetssecc ae sale Porcelain enamel 
PARTE PLAIKES sk cacy eye aes Westinghouse | Gongs....12-in. Pneumatic Electric Service | Trolley catchers ........-...... Ohio Brass 
Compressor Seas are taisreyers yes G.E.-C.P, 27 Supplies” | Trolley: bage: oc ches eh eae le Ohio Brass 
Safety equipment....... Safety Car Devices | Hand brakes...Peacock staffless, aluminum Mrolley; PSwiltGelseie cs ove seared oh Keates More-Jones 
’ ; Company handle, | Thermostat) soc. cia wales waters Railway Utility 
pumpicireeze device 72. ..54... Anti-Freezer | Hand straps.......... National hand holds | Ventilators 10000. 05. 0.5 shaecen cs Peerless 
iody.(side panels... ..e3 eee ee Plymetl | Heaters........ Railway Utility truss plank | Wheels ..............+-.- Davis One Wear 
Body insulation Sit fts y ceca OER ae Celotex Headlights See Ohio Brass (two per car) SCrApSHSi geet tobe ac en ena Root No. 8 
BACK-UP TGCVICE. 40.0.0 ee Ke SLO MUAS ay | EALeLIOM AMISH bates) ecco oss oe ere Mahogany | Window wiper .............. St. Louis Car 
Curtain fixtures....National Lock Washer | Interior hardware..............4 Aluminum | News vending box Read Wyl U Ride 
" {26 cars, double-faced Illumination. Brascolite center dome fixtures Company, 
Curtain material... 4 Pantasote | Passenger DUZZers 2.5... ee we Farraday | Wiring conduit..Duratube, Tubular Woven 
F 1 car, Kemi-Suede Tekeranie Sah Eh 05 Ai ir er Haskelite Fabrice Company 


arranged to raise. Front and rear vestibule windows 
are also glazed with ts-in. plate glass and the sash are 
arranged as shown in the accompanying illustrations. 
The motorman’s sash at the front end is a single large 


brass frame glazed with 3-in. plate glass and hinged at 


the top so that it may be swung outward similar to a 
windshield. Two headlights with automobile type lenses 
extend out from the front dash. Five-bar automobile 
type bumpers are carried at both front and rear ends. 

Duratube is used for control and body wiring. The 
wiring installation is in general accordance with the 
new code for car wiring recently adopted by the Board 
of Fire Underwriters. Heaters are installed in the 
truss plank.- Lighting switches are mounted inside the 
control cabinet at the frontend with a small trapdoor 
in the top for ready access by the car operator. 

Five Brascolite double-lamp fixtures are arranged 
down the center of the body for interior illumination 
and are each equipped with two 56-watt lamps. There 
are five 56-watt lamps under the dash hood for illumi- 
nation of the front dash and two circuits of 23-watt 
lamps for auxiliary lights. An “enter at the front” 
illuminated sign is installed in the front dash under 
the destination sign and an illuminated “exit at rear” 
sign is carried in the interior on the header at the front 
of the body. A stoplight is used at the rear end. Ali 
three of these devices, furnished by the Oskelite Com- 
pany, are flashed on and off 
with the operation of the car 
brakes. One complete circuit 
of 23-watt lamps is used for 
their illumination. The other 
auxiliary circuits illuminate 
the destination signs and step 
lights at both front and rear 
ends. The step light at the 
front end is mounted on the 
outside of the door header with 
a special marker lens in the 
housing, which is of different 
colors to designate routes. 

Back of the operator a sub- 
stantial. mahogany bulkhead 


from the body lights at night. 
This carries a blackboard for 
news bulletins to. passengers. 
Newspaper vending boxes fur- 
nished by the Grand Rapids 
Herald are carried below the 
blackboard. 


Novel Appearance. 


The Special Type of St. Louis Truck Has a Cast-Steel Equalizer 
Frame in Which Are Rigidly Clamped the Journal Boxes, Inter- 
changeable for Friction or Roller Bearings. The Truck Side 
Frame Proper Rides in Vertical Guides Cast in the Equalizer. 


On the sides of the cars the names of prominent 
Grand Rapids pioneers and early residents are lettered. 
This plan is intended to identify the railway with the 
progress of the community. Some of the cars are named 
for the various high schools and in those cases the school 
colors are carried in appropriate pennant design. 

The principal dimensions and specifications are 
shown in the accompanying tabulation at the top of this 


page. 


Automobile Type Bumpers and Double Headlights Give the Front of the Grand Rapids Cars a 


The Cowl at the Top of the Dash Incloses Five Lamps for Hlumination 
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Pittsburgh Boy Scouts Aid 
Traffic Survey 


Some 400 Sturdy Boys Volunteered and Made a Good 
Job of Checking Vehicles Downtown and at 
About Fifty Other Important Corners 


EVERAL months ago the desirability of making a 

check of vehicular traffic in the downtown district of 
Pittsburgh was. discussed by the traffic engineer of 
Pittsburgh and the Pittsburgh Railways officials. There 
was no question about the need for such a count, but 
there was hesitation as to the amount of money that 
could be assigned for this study. 

Service being one of the basic principles of scouting, 
it occurred to B. W. Marsh, traffic engineer, that the cost 
problem might be solved through enlisting the aid of the 
Boy Scouts, since the latter combined the necessary 
qualities of civic spirit and conscientious obedience to 
instructions. 

To this end conferences were held by Mr. Marsh, the 
executive staff of the Boy Scouts and representatives of 
the Pittsburgh Railways. The Scout executives agreed 


PITTSBURGH VEHICULAR TRAFFIC COUNT 
MADE BY BOY SCOUTS FOR CITY OF PITTSBURGH TRAFFIC ENGINEER, &. 
: DATE: 4-1-26. OBSERVER: 
RELIEF MAN: 


AU a ee] 


|__PASSENGE R- 


Upper Half of Traffic Count Sheet Given to Each Scout 


to co-operate. In lining up the Scouts, the boys filled 
out applications for this public service and their parents 
signed application cards giving them permission to 
perform this service. : 

The plan met with such favor that there was no diffi- 
culty in securing some 400 lads, who were placed in 
charge of about 30 supervisors. Fifteen of these super- 
visors were railway men and the remainder were 
scoutmasters and city officials. 

The only expense attached to the services of the Boy 
Scouts was their transportation to the two preliminary 
meetings on Saturday afternoons, which, in addition to 
their transportation on the day of the survey, was fur- 
nished by the railway. Lunches on the day of the sur- 
vey were paid for by the city. Also, to the seven boys 
who made the neatest reports, the following prizes were 
distributed: Wrist watch, compass, hatchet, canteen, 
mess kit, signal kit, scout knife. 

The check was made on Thursday, April 1. Although 
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- use of available shelter. 
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this turned out to be a raw, frosty day, with whirling 
snow, the Boy Scouts were so intent on “doing their 
stuff” that it was difficult to persuade them to make 
As a rule there were two boys 
per intersection, but three or four, and occasionally 
five, were assigned to the busiest corners, dividing the 
work according to directions from which traffic 
originated and to kinds of vehicles. Relief boys were 
also assigned to aid each of five sentinels in turn. The 
sturdy and intelligent bearing of the Boy Scouts did not 
go unnoticed in the newspapers. The Chronicle-Tele- 
graph, in fact, ran a laudatory editorial headed “Right 
on the Job.” The boys used in this work were between 
the ages of twelve and eighteen years. Their reports 
were filed the very same day. 

At two meetings preceding the survey the Boy Scouts 
were carefully instructed as to what was expected of 
them. Each checker was given a plan of an intersec- 
tion and advised how to orient himself and where to 
stand in making the counts. Each checker also received 
a set of forms ruled and printed to make it easy to 
record the type and number of vehicles passing and to 
show whether the vehicles went “ST” (straight), “R” 
(right) or “L” (left). A portion of one of these forms 
is reproduced. 

A set of snimieoeracted instructions was also handed 
to each boy for advance study and questioning. Among 
the points mentioned in these instructions were the 
following: 

Place troop number, address and telephone number on 
the traffic count sheets. (Twenty-five sheets were furnished, 
four as spares.) 

Be supplied with a watch, at least two sharpened pencils, 
a jack-knife and an eraser. 

Report at post 7:30 a.m., Thursday, April 1, regardless 
of weather. 

Stand at the curb; never in the roadway. 

Each one of the forms for “Vehicular Traffic Count” 
covers two fifteen-minute periods. 


The system of marking is to make groups of four vertical 
lines crossed by single horizontal lines. 


All Michigan Railway Employees 
Solicit Freight 


ETTING more freight shippers to use the lines of 

the company is the purpose of a new organization 
of its employees formed on April 15 by the Michigan 
Electric Railway, Jackson, Mich. Already a surprising 
number of prospects have been listed. The railway has 
agreed to pay its men 5 per cent on the gross new 
business thus developed. 

The employee personnel has been divided into nine 
divisions, each division having a chief and an assistant 
chief. The former appoints captains and the captains 
in turn select five or more field solicitors. Freight 
agents are included in the latter classification. All 
employees except traveling freight solicitors and the 
officers of the company participate in the plan. 

When the individual finds a new prospect, he fills 
out a blank furnished by the company, giving the name 
of the shipper. One copy is sent to the main office, 
one to his chief of division and one to his captain. 
The copies sent to the captains are turned over to the 
regular traveling freight. solicitor for that particular 
division, who then calls on the new prospect. If it 
develops that the prospective shipper actually does use 
the service afterward, 5 per cent of the gross new busi- 
ness thus developed is paid to the solicitor. 
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P.R.T. Plans to Carry 62,000 an Hour 


at the Sesqui-Centennial 


Public Transportation to the Exposition Grounds and Inside Will Be Cared for by 
the Philadelphia Rapid Transit Company—Information Booths Established Through- 
out the Grounds and in the City — Approximately $2,000,000 Has Been Expended 
by the Company in Preparation, 90 per Cent of Which Is a Permanent Outlay 


By Edwin F. Thayer 


Assistant Editor Hurecrric Ratbway JOURNAL 


Airplane View Taken Several Weeks Ago, Looking to the Northwest 


The stadium is pictured in the immediate 
foreground, while the auditorium, 
just to the west of Broad Street, may be 
seen in the upper right hand corner. Patti- 


son Avenue (east and west) bisects the 
located middle of the picture and the construction 
work on the main loading terminal is shown the 
under way at the extreme right. 


“Gladway” for amusement concessions is in 
the open space at the upper center, while to 
left center may be seen the India 


The Building and the Street of ’76. 


ROM a pictorial standpoint the Sesqui-Centennial 
Exposition, opening on May 31 in Philadelphia, 
holds much of interest. But from a transporta- 
tion standpoint it perhaps offers even more to stimulate 
the fancy of a railway man. When one turns over in 
his mind the thought that the numbers of visitors who 
are expected to come to Philadelphia are variously esti- 
mated at from 65,000 to 150,000 per day, it becomes 
evident that the conveying of these crowds to and from 
the exposition grounds will prove no small task. Fur- 
thermore, the visitors must be transported in addition 
to Philadelphia’s regular heavy traffic and over streets 
congested with thousands of private automobiles. 
The fame of the Sesqui-Centennial has been heralded 


to the Antipodes. This colorful drama is expected to 
draw millions of visitors from every corner of the 
country and from every section of the world during the 
six months of its history. Buildings of imposing size 
and elaborate decoration constitute the physical plant 
that has been erected at great expense. In the south- 
eastern corner is a mighty stadium, capable of seating 
100,000 spectators and of accommodating many thou- 
sand additional standees. There is also a large audi- 
torium that will seat 20,000 people. These two 
structures will handle most of the important events 
that the exposition will boast, but in addition there 
will be countless other attractions to lure the visitor 


to the grounds. 
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Had the exposition been located in West Philadelphia, 
rather than to the south of the city, a large portion 
of the traffic problem might have been eliminated, for 


automobiles entering the environs of the city from the 


north or west and destined for the exposition grounds 
might have found ingress without having to traverse 
the main business district and the principal transporta- 
tion arteries. With the present location practically 
every vehicle must pass through the center of the city 
and south along Broad Street or one of the adjacent 
thoroughfares, and it is over these identical streets that 
the Philadelphia Rapid Transit Company must operate 
its exposition cars and buses. 

How to meet the great difficulties thrust in their 
path by this condition has been puzzling P.R.T. officials 
for several months. It required no major prophet to 
foresee many and many an exasperating traffic tie-up 
during the course of the exposition period, and the 
knowledge that these tie-ups would be due to conditions 
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and on various east-and-west streets in the vicinity of 
the grounds will be left to serve the stadium, after the 
exposition proper is a thing of the past. It is prob- 
able that all loading stations, other than the main one 
at the Pattison Avenue entrance, will eventually be 
abandoned and the tracks at those points relaid for 
through service. 

Throughout the summer and fall months a host of 
important spectacles have been scheduled for the 
stadium and auditorium on the grounds. To meet the 


heavy peak conditions which these events will occasion, - 


the railway has available street car and bus equipment 
which will be able to handle approximately 62,000 per- 
sons per hour. Of this total, 52,000 will be cared for on 
the several street car lines leading to the grounds, 
while the remaining 10,000 will be carried by bus to 
the various bus terminals located in the vicinity of the 
exposition. 

To date it has not been possible definitely to deter- 


Intramural Bus Equipment to Be Used Within the Exposition Grounds 


beyond their control, rather than to inadequate equip- 
ment, provided little comfort. 

Full co-operation has been received from the city and 
Sesqui officials in scheduling exposition feature events 
so that peak hours for exposition crowds would not 
fall at hours when the regular city transportation is 
at its height. In other words, a big event which has 
been in progress in the stadium during the afternoon 
will be continued until after the downtown peak hour 
has passed or will be resumed again in the early eve- 
ning. Thus two birds will be killed with a single stone, 
for the crowds will be kept off the downtown streets 
and the revenue of food venders on the grounds will 
be materially increased. 

An outlay of approximately $2,000,000 is being made 
by the local railway company in providing tracks, 
loading terminals, intramural bus equipment (for 
transportation within the exposition grounds) and 
miscellaneous equipment which will serve directly in 
accommodating the city’s guests. In addition 50 street 
cars and 135 new buses have been ordered. These 
are to be used in supplementing the present rolling 
stock in use in Philadelphia and environs and in pro- 
viding adequate service for the Sesqui-Centennial. Of 
the $2,000,000 expenditure approximately 90 per cent 
will constitute a permanent outlay, for practically all 
of the track being laid on Seventh and Tenth Streets 


mine just what the bus routes will be, although it is 
known that all buses will follow a single general route 
to the vicinity of the grounds and will there be directed 
to the various loading stations. 

The tracks on Broad Street, which previously served 
the League Island Navy Yard, have been abandoned. 
They bisect the exposition grounds and it was desired 


to keep all forms of transportation, other than the 


intramural buses, out of the area set aside for the 
exposition. Now the Navy Yard is being served by 
tracks laid on Eleventh Street south from the Pattison 
Avenue trolley terminal and bordering the stadium 
grounds. 

Cars are in operation over the tracks on Tenth Street 
at the present time, but the Seventh Street line will 
not be completed for several weeks, due to the great 
delay in getting under way with the street opening 
projects. The railway has been close on the heels of 
the city with its track-laying gangs ever since the street 
opening began, laying track almost before the grading 
had been finished. The city has been doing all of the 
grading work and has supplied the sub-grade and car- 
ried on the paving work. The company has been 
responsible for the laying of its tracks and for erecting 
the overhead line. 

Due to the difficulty experienced in obtaining crushed 
rock for grading and ballasting purposes it has been 
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( 
At Left, One of the Inclined Ramps Leading to the Pattison Avenue Loading Platforms. At Right, Some of the Special Trackwork 
at the Pattison Avenue Terminal 


found necessary to use almost any material which came 
to hand. Furthermore, although intended to be per- 
manent in nature, it was necessary to lay track over a 
sub-grade which had not been given time to settle prop- 
erly and early rehabilitation expense is anticipated. 

The main Pattison Avenue terminal is equipped with 
four concrete loading platforms and is capable of 
accommodating sixteen Tenth Street cars simultane- 
ously. Passengers will reach these platforms by an 
underground passageway with ramps leading up to 
each. Between this terminal and the loading platform 
at Pattison Avenue and Broad Street, which will han- 
dle six Seventh Street cars simultaneously, storage 
tracks will make it possible to keep a reserve of 170 
cars. available to handle large crowds assembled for 
feature events in the stadium or elsewhere in the 
grounds. Some cars on Tenth Street will of course be 
operated for through service to the Navy Yard. 

None of the loading platforms and terminals will be 


covered, as from the standpoint of economy it did not 
seem advisable to make this additional outlay. Fur- 
thermore, the lack of time made it essential to concen- 
trate every effort on matters of more fundamental 
importance. 

From the standpoint of the company, the Pattison 
Avenue entrance to the grounds will be the most impor- 
tant one. While the so-called main entrance is located 
at Broad Street, between the Auditorium and the 
Palace of Liberal Arts and Manufactures, the events 
which will attract the largest crowds will probably be 
those held in the stadium, and the Pattison terminals 
will handle most of that peak traffic. Additional load- 
ing stations have been constructed at Pollock and 
Marvine Streets and just west of Broad Street. These 
stations will handle visitors destined fer or coming 
from the Broad Street entrance to the grounds. 

An exclusive concession to handle all public trans- 
portation within the exposition grounds has been 


Work Being Rushed on the Trackage Which Will Handle Street Cars in the Vicinity of the Grounds 


1. Construction of the storage tracks at 
Pattison Avenue. These will accommodate 
a reserve of 170 cars. 

2. Laying four lines of track on Pattison 


Streets traffic. 


Avenue to care for the Tenth and Seventh 


3. Construction work on 
Avenue terminal loading 


substation to provide energy for the railway 
lines and for general exposition purposes is 
shown in the background. The substation 
has a capacity of 4,000 kw. 


the Pattison 


platforms. The 
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awarded to the railway. Due consideration was given 
to the matter of equipment for this service and, in view 
of the crowded walks over which the units would be 
forced to operate, the frequent stopping and starting 
to which they would be subjected and the necessary low 
speed of operation, it was decided to use storage-battery 
equipment. Twenty-five standard Commercial Truck 
chassis were purchased. Special bodies for these were 
built by the J. G. Brill Company of Philadelphia. 
Originally it had been intended to use a much lower 
chassis, but it was found that the type of uneven road- 
way over which the buses were to be operated would 
not permit. Furthermore, the Commercial Truck 
chassis may be converted for regular trucking service 
when the exposition is over. 

The bodies of the present equipment give the impres- 
sion of long and rakish lines, however. Longitudinal 
seats facing outward and with a runway down the center 
of the bus and between their backs are provided. These 
extend from the front to the rear fenders, and seats for 
two additional passengers are provided over each of 
the rear fenders. The conductor passes up and down 
the center runway for purposes of fare collection. The 
heads of the passengers are protected from the beating 
sun by a gaily striped canopy. The bodies of the buses 
are painted with the conventional P.R.T. colors—green 
and cream yellow—while the operators and conductors 
are uniformed in a distinctive Sesqui-Centennial 
apparel. The buses have been nicknamed “PaRTycars.” 

The buses are 33 ft. in length, the distance from 
running board to the street is 7 in., the over-all width 
is 90 in. and the over-all wheelbase is 24 ft. The 
Philco batteries used in the buses give a fifteen-hour 
operating period with intermediate boosting service. 
As it is impossible to remove the batteries for charg- 
ing, due to the special body construction, it was neces- 
sary to arrange for this system of boosting, which would 
permit of bringing the units into the charging 
headquarters at intervals during the less-busy hours 
of the day to boost the battery charge somewhat. 


INTRAMURAL SERVICE BUILDING 


A shed has therefore been constructed which will 
accommodate six buses for booster service and general 
maintenance. This plant and the office for the receiver 
and superintendent of this equipment constitute the 
only structures within the exposition grounds proper 
which are allocated to the intramural equipment. The 
building contains two generators of 100 kw. and 125 kw. 
respectively, panels and all equipment necessary for 
charging the buses. Provision is made to charge the 
entire fleet of 25 units simultaneously. 

Dual 5-in. pneumatic tires are on the rear wheels and 
single 5-in. tires on the front. Each bus is equipped 
with two motors driving the rear wheels by means of 
concentric gearing. They have a maximum speed of 
8 m.p.h. and an average speed of 6 m.p.h. The front 
wheels are adequately protected by bumpers. ‘A North- 
easter non-shrill horn is used, as it is desired to warn, 
rather than to frighten, the dense masses of pedes- 
trians with which the buses will be forced to contend. 

The operators and conductors are new men, spe- 
cially employed for the period of the exposition. They 
are largely students who are experienced in handling 
automobiles and who have been specially trained for 
these unusually long buses. The entire force for the 
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intramural buses consists of 65 operators and conduc- 
tors, seven mechanical men to handle the shop equip- 
ment, a receiver, a clerk, and a supervisor. 


-* Final determination of the routes within the grounds 


to be served by the intramural buses has not been 
made even today. Decision on this point will be influ- 
enced by traffic conditions as they develop, by the 
degree of popularity which is accorded to the equipment 
and by various other local conditions. Cash fares of 
10 cents will be collected universally and no transfers 
will be issued. It is the hope of P.R.T. to be able to 
break even on this intramural -venture—as a money- 
making undertaking it has never seemed feasible. 


INFORMATION SERVICE PROVIDED BY P.R.T. 


Seven information booths have been erected at 
strategic points in the exposition grounds by P.R.T. 
These booths are manned by expert information men 
who have been in the service for years. In addition 
P.R.T. is training a force of men for service at large 
conventions, it being planned to have a man specially 
detailed to be present at conventions held in the city to 
supply all types of transportation information to the 
delegates. One man will be~located at the Baltimore 
& Ohio Railroad Station to furnish information, and 
there will be a man working in the city hall square in 
conjunction with Sesqui-Centennial Housing Accom- 
modations, Inc. This organization has the exclusive 
housing concession in Philadelphia during the exposi- 
tion period and has undertaken to supply every visitor 
who requests a room with the type of lodgings that he 
desires. The P.R.T. information man will be on hand 
to direct the stranger to his portal for the night. The 
Housing Corporation will have representatives in every 
department store, and thus P.R.T. will be in touch, 
indirectly, with these bureaus. 

All in all, more than 25 railway men will be engaged 
in this type of service. This number includes a highly- 
skilled man who will be constantly on duty at the gen- 
eral switchboard in the central information office. He 
will answer questions phoned in, either by the public or 
by the field information men who have been stumped 
by some particularly knotty question. While this 
service will indirectly work to the benefit of the street 
car company, it is a real contribution to the success 
of the exposition as a whole, for the information men 
will be expected to answer thousands of questions that 
have absolutely no bearing upon matters of transporta- 
tion. Copies of the special Sesqui-Centennial edition of 
P.R.T. Traveler will be on sale at all of the branch 
information offices of the company and will also be sup- 
plied by conductors and subway-elevated cashiers. 

Various estimates place the total expected attend- 
ance at the Sesqui-Centennial at between 25,000,000 and 
35,000,000. Great haste has of necessity prevailed in 
laying some 6 miles of track, erecting terminals, 
employees’ waiting rooms, information booths, and a 
substation, and in perfecting the general operating plan 
for the exposition period to handle the expected throngs. 
Yet for all that haste the transportation facilities that 
have been provided in so short a time show remarkable 
accomplishment. The job is not finished yet—nor will 
it be completed until the months of winter have chilled 
the gaiety which was the Sesqui-Centennial and rel- 
egated it to the shelf of memories. But in the mean- 
time there is “something doing” in Philadelphia. 
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Better Car Routing and Traffic Control 
Proposed for Baltimore 


SECOND ARTICLE 


Revision of Car Routing and Traffic Control Methods Are Pro- 
posed by the Engineers to Reduce Congestion in the Business 
District—A Major Traffic Street Plan Is Presented that Is In- 
tended to Relieve the Present Inadequate System of Thoroughfares 


ways & Electric Company of. Baltimore are 
operated through or looped in the central business 
district. As there are many narrow and but few 
continuous east-and-west streets, many turning move- 
ments and an uneven distribution of service naturally 
result. In this area, as in other portions of the city, 
competitive construction and ownership of tracks has in 
many cases resulted in circuitous routes designed to 
reach certain parts of the downtown area. It appears 
that these routes have been modified or changed from 
time to time, but, as in other cities, the tendency of 
public opinion has been to prevent the making of 
changes as long as possible. 

From a study of the data collected by the engineers, 
Kelker, De Leuw & Company, and referred to in the 
article published in ELECTRIC RAILWAY JOURNAL for 
May 22, page 883, several alternative plans for routing 
were prepared, based on the following principles: 


See 80 per cent of the lines of the United Rail- 


PRINCIPLES OF ROUTING CONSIDERED 


1. The discontinuance of street car operation on cer- 
tain streets to provide for greater freedom in move- 
ment for other street traffic. 

2. An even distribution of car service so as to pro- 
vide the maximum opportunity for future increases. 

38. A reduction in the number of turning movements 
throughout the downtown area, especially in the con- 
gested zone. 

There are three factors in the routing of street cars, 
apart from topography and street layout, which con- 
tribute largely to street congestion. They are, in the 
order of their importance: (a) Left-turn movements, 
(b) right-turn movements and (c) the attempt to oper- 
ate more cars over any street in a given period of time 
than the existing traffic conditions will permit. Work- 
ing under the limitations imposed by the conditions, the 
recommended rerouting plan reduces the left-hand 
curves used by street cars in the district bounded by 

Center, Gay, Camden and Greene Streets from 49 to 33 
(838 per cent) and the right-hand curves from 
59 to 40 (32 per cent). In the most congested section 
of the downtown district, that bounded by Saratoga, 
Howard, Baltimore and Calvert Streets, the left-hand 
curves are reduced from eight to two and the right- 
hand curves from seven to two, decreases of 75 and 71 
per cent respectively. 

The reduction in number of curves used, together 
with other changes made in the routing, will decrease 

the number of street car turning movements made 
daily in the larger areas as follows: Left-hand turn- 


ing movements from 13,294 to 8,197, a decrease of 
5,097 (88 per cent), and right-hand turning movements 
from 15,085 to 10,315, a decrease of 4,770 (32 per cent). 
In the most congested area the left-hand turns will ‘be 
reduced from 2,261 to 789, a decrease of 65 per cent, 
and the right-hand turns from 2,617 to 789, a decrease 
of 70 per cent. The car flow charts reproduced here- 
with show the results with the present and proposed 
routings during the maximum half hour of the after- 
noon rush. 

In the report the detail changes in the various 
routes, with the reasons therefor, are given, along with 
a list of the special work and tangent track required 
to make the plan effective. 


LIMITED STOP PLAN 


The general development of Baltimore, with subdivi- 
sions having blocks of from 300 ft. to 500 ft. in 
length, is the greatest cause of the low speed made by 
street cars. Street car stops are made at almost every 
intersection, and the frequency of the car stops when 
compared with the number of stops made in other cities 
is one of the outstanding features of street railway 
operation in Baltimore. The present number of stop- 
ping places per mile of single track within each mile 
zone measured from Charles and Baltimore Streets 
ranges from 13.12 in the first zone to 8.08 in the terri- 
tory beyond the 5-mile zone, averaging 10.22 per mile of 
single track for the entire system, as compared with 
slightly more than eight in Washington and in Chicago. 
The diagram of the residential distribution of those 
persons using the street cars (see page 885, issue of 
May 22) shows that service to accommodate the 
majority of them and of the persons using automobiles 
must be given by operating cars over the principal 
streets radiating from the central business district. It 
follows that any measure which can be adopted to secure 
faster speed with safety will benefit the two largest 
groups of people using the streets. 

Widening of streets, though expensive, will be neces- 
sary in many cases if the time spent in traveling 
between home and office, store or factory is not to be 
greatly increased in the future. In the meanwhile the 
traveling time can be reduced for the majority of 
workers if some of the steps were eliminated during 
the morning and evening rush hours. It is recom- 
ménded in the report that a limited stop service be 
inaugurated between 6 and 9 a.m. and between 4 and 
7 p.m., and that in these periods the stopping places be 
adjusted so that the average number of possible stops 
for the entire system be as nearly eight per mile of single 
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track as practicable, and that during all other hours 
of the day and night the stopping places remain as at 
present. 


TRAFFIC CONTROL — 


Traffic control is required on the streets and high- 
ways for the safety and convenience of the users and 
also to provide for the efficient use of the street space. 
With the advent of the automobile street traffic has 
increased tremendously, and this, together with the 
necessity of promoting safety, has led to a wide exten- 
sion of the scope of traffic control. 

The American tendency to concentrate many activ- 
ities in a small area in the center of a large city is 
one of the outstanding causes of traffic congestion. 
There is crowding, both on the roadways and on the 
sidewalks. In a few of the larger cities there are sec- 
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Car Flow in Baltimore Business District with Present Routing. 
The Confusion Incident to the Many Right-Hand and 
Left-Hand Turns Slows Down the Cars and 
All Vehicle Traffic 


tions where saturation has nearly been reached; that 
is, the crowding and congestion have become so great 
that the streets are being used almost to capacity, and 
in many other cities the use of available street space is 
approaching 100 per cent. 

The principal impediments to the free flow of traffic 
along any roadway are those presented by parking, 
cross traffic, left-hand and right-hand turns. While 
it is impossible to eliminate the interference of cross 
traffic except by grade separation, it is possible to 
accelerate the movement of traffic by adopting a method 
of control which will give to the opposing traffic streams 
the requisite amount of time and no more. The move- 
ment of pedestrians at intersections, if uncontrolled, 
greatly slows down all traffic movement and at the same 
time causes a very dangerous street hazard. So-called 
jay-walking, or the unregulated crossing of roadways 
between street intersections, is not only dangerous but 
at times interferes seriously with the free flow of 
vehicular traffic on roadways. 

One of the greatest annoyances to a driver of a motor 
vehicle is the left-hand turn. The right-hand turn, in 
itself, is seldom an impediment to roadway traffic. 
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However, it is a source of danger and annoyance to 
pedestrians... There is frequently a clamor for the 
elimination of both right and left turns. People who 


‘have given the subject little thought would have them 


eliminated entirely, and proposals for the regulation 
of them vary all the way from this extreme to the 
prohibition of turning movements at a single intersec- 
tion. The elimination or prohibition of left-hand turns 
at a single intersection simply removes this cause of 
congestion to an adjacent intersection and results 
usually in causing equal or greater congestion at a 
different place. Consequently the best results are 
obtained in nearly all instances in dense traffic areas 
by the prohibition of left-hand turns on a group of 
streets or through an area. 

A lengthy section on various forms of traffic control 
signals is given in the report. Automatic signal sys- 
tems are held to have certain advantages. They keep 
traffic under control and speed more uniform. They 
also have the tendency to cause drivers of vehicles to 
follow in their own lane of traffic more closely and 
there is less weaving from one lane to another on wide 
roadways. However, synchronized signals have their 
disadvantages, which ordinarily are not as apparent as 
their advantages. The time allowance for movement 
in each direction is necessarily a constant throughout 
the zone, being governed by the heaviest streets. When 
automatically controlled, it frequently happens that 
traffic is not moved as efficiently at some intersections 
as it would be were these intersections under individual 
control. This is particularly true of the movement of 
street cars. Another disadvantage in this type of con- 
trol is the power peak caused by the possibility of 
almost half the street cars in the district starting at 
the same time. 

The erroneous idea that synchronized automatic sig- 
nal systems speed up the traffic is rather widespread. 
This is probably because higher crest speeds may be 
attained with safety after the installation of synchro- 
nous signals; but the increased standing time at inter- 
sections more than offsets the slight gain resulting 
from any increase in crest speeds. _ 

One of the chief interferences offered to the free flow 
of vehicular traffic is the unrestricted movement of 
pedestrians. The pedestrian has certain rights, to be 
sure, but certainly the time has come when his habits — 
and rights must be modified somewhat in his own inter- 
est and in the interests of all other classes of traffic. 
Where there is vehicular traffic control the pedestrians 
should be required to obey the signals. 

Safety zones for the protection and convenience of 
car patrons have been established and are maintained 
at 104 points in Baltimore, 89 in the outlying districts 
and 15 in the central business district. Twelve of those 
in the outlying districts are of the raised platform type. 
The minimum width of a safety zone measured from 
the nearest rail should be 5 ft. and the minimum space 
required for vehicles to pass between a safety zone and 
the curb 8 ft. Where the roadway space between rail 
and curb is less than 13 ft. the sidewalk can be recessed 
and the curb set back a sufficient amount to provide 
the necessary space for a safety zone. 

Parking regulations should be progressive in their 
steps, advancing in restriction as traffic increases. The 
complete prohibition in the downtown district of Balti- 
more is not necessary today, but must be considered as 
an eventuality. At the present time it is essential to 
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the city’s best interest that the existing parking regu- 
lations be extended somewhat during the rush hours, 
but even an extended regulation will have to be modified 
from time to time to meet increases in traffic. 

The recommendations for traffic control and parking 
are given in the summary at the beginning of the pre- 
vious article (page 884). 


THROUGH STREETS 


The success of boulevard systems for pleasure cars, 
taxicabs and motor buses has led to a demand for a 
similar system of through arteries for the use of other 
classes of traffic. It is fully as important that com- 
mercial vehicles and street cars be afforded efficient 
and convenient thoroughfares as it is that pleasure cars 

_be provided with them. A “through street” may be 
defined as any thoroughfare which carries all classes of 
traffic and which is protected by requiring all cross 
trafic to stop before entering them. Through streets 
have been found to serve a very useful purpose when 
carefully located. 

In the establishment of a system of boulevards and 
through streets it must be borne in mind that too many 
restricted streets or a system which imposes so many 
boulevard and through street stops that they become 

‘burdensome will defeat its own objective. Where there 
are so many stops that motorists fail to observe the 
stop regulations, a situation is caused of much greater 
danger than were there no through streets. 


A MAJor TRAFFIC STREET PLAN 


With one or two notable exceptions, the street sys- 
tem of American cities is the result of haphazard real 
estate development. Subdivisions have been made from 
time to time with one principal object in view—that of 
creating a unit which in itself would have an interior 
arrangement favorable to the selling of lots. The early 
highways carried very light traffic up to the advent of 
the automobile and were adequate to serve the needs. 

Now all of this is changed. The volume of traffic 
which has resulted from the ever-increasing use of the 
automobile is bringing out clearly all of the defects of 
the early street plans, and today street ‘plans are 
required that provide an adequate number of wide and 
well-paved highways to accommodate present and future 
traffic. 

The streets of a city can be grouped roughly into 
two general classes—major and minor. In the first 
group are found those streets which, because of their 
location, furnish more or less direct routes from the 
central business district to centers in the outlying urban 
and suburban areas; those which by reason of’ con- 
tinuity and the serviceable condition of their roadways 
are used as heavy traffic arteries; boulevards which 
form direct communication between parks and amuse- 
ment and business centers, and business streets in the 
commercial and industrial districts. All other streets 
which connect the major streets, either directly or indi- 
rectly, may be classed as minor streets. 

A system of major thoroughfares is composed of the 
following elements: (1) Distributor streets, (2) 
arterial thoroughfares, (8) inter - district thorough- 
fares, (4) boulevards and (5) business streets. 

To reduce turning movements and unnecessary travel 
in the downtown area to a minimum a system of dis- 
tributor streets just outside of and encircling a central 
congested area is required. Such a band of streets 
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would connect with and articulate all of the important 
streets in the central area as well as the important 
thoroughfares radiating from it. Arterial thorough- 
fares are the principal traffic streets radiating from 
the central district to and through the urban residential 
areas to the suburban centers. Upon such streets 
is imposed the burden of carrying a large proportion of 
the traffic of the city. It is also important that a major 
traffic street plan provide traffic arteries connecting 
the various residential districts one with another. 

A boulevard system should include streets touching 
or extending through the central business district and 
connecting it with the principal parks, playgrounds and 
residential streets, as well as to furnish easy access to 
the driveways in public parks. 

Business streets are almost always street railway or 
bus line streets and, with the operation of these col- 
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lective transportation units and of other vehicular 
traffic, the highest traffic densities are found on them. 
Unfortunately these streets, which have the greatest 
need for ample width, are generally those upon which 
widening projects are almost impossible on account of 
the high values of land and buildings. 


DETERMINING ROADWAY CAPACITY 


Roadway capacity is determined by the number of 
traffic lanes, the amount of cross traffic, the system of 
traffic control, the uniformity of spacing and speed 
of vehicles, the skill and habits of the drivers, the type 
of vehicle, weather conditions and many other factors. 
While it is possible to calculate, assuming ideal condi- 
tions, almost any capacity for a traffic lane, such con- 
ditions are never realized. Reliance must be placed 
almost entirely on actual tests and observations. 

It is generally assumed that a lane for moving traffic 
requires a width of from 9 to 10 ft. Theoretically, the 
capacity of a 20-ft. (two-lane) roadway for traffic mov- 
ing in the same direction is twice that of a 10-ft. road- 
way, the capacity of a 30-ft. (three-lane) roadway three 
times that of a 10-ft. roadway, and so on. Practically 


926 


ELECTRIC RAILWAY JOURNAL 


Vol. 67, No. 22 


the theoretical capacity of a wide roadway is seldom 
obtained. This is because vehicles going in the same 
direction weave back and forth from one lane to another, 


and also because the proximity of vehicles in adjoining - 


lanes causes the driver to lengthen the interval between 
his and the preceding vehicle. Observations made on 
the Michigan Avenue Bridge, Chicago, during the 
maximum hour of the evening rush, show the following 
use of the three lanes: First lane, 100 per cent; 
second, 80 per cent, and third, varying between 50 and 
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60 per cent; making the combined use of all lanes less 
than 80 per cent of the maximum use of the first or 
inside lane. Other tests show somewhat similar figures. 
Counts in Baltimore showed no such degree of satura- 
tion. 

From a comparison of the various counts and derived 
figures, it is concluded by the engineers that a single 
lane of a well-controlled boulevard has a capacity- of 


about 1,500 vehicles per hour, and that 800 vehicles per — 


hour represents the capacity of each lane of a roadway 
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earrying all classes of traffic with normal conditions 
as to interferences. On street car streets with no safety 
zones it is probable that the maximum capacity of a 
Single traffic lane will be not more than 600 vehicles per 
hour. 

Parallel parking at the curb requires a lane of about 
7 ft. in width. Street cars usually occupy a lane of 
about 10 ft., and for safety and convenient movement 
of other vehicles a 9-ft. lane is required and a 10-ft. 
lane is much to be preferred. In planning roadways 
for future developments the following allowances should 
be made: 34 ft. for roadways of four lanes, 54 ft. for 
roadways of six lanes, 74 ft. for eight lanes and 94 ft. 
for ten lanes. 3 

A space must be provided on each side of the roadway 
for parkway and sidewalk, or for sidewalk alone. This 
should be a minimum of 13 ft. and preferably more. 
Consequently, in planning streets for future require- 
ments, the following minimum allowances should be 
made: 

60 ft. for streets of four lanes 
80 ft. for streets of six lanes 


100 ft. for streets of eight lanes 
120 ft. for streets of ten lanes. 


In planning for the widening of streets in built-up 
districts it is usually found more economical to estab- 
lish new building lines well in advance of the necessity. 
By anticipating the necessity for wider thoroughfares 
_ and the establishment in advance of new building lines 

along the property lines of the streets to be widened 
much of the usual expense.of street widening projects 
may be avoided. If such new lines are established ten 
or fifteen years in advance it would be made certain 
that no new buildings would need to be removed and the 
cost of removing the old ones may not be excessive. 
This method is proposed for Baltimore. 


DEVELOPMENT OF BALTIMORE STREET SYSTEM 


Baltimore has had a steady and continuous growth 
during the last 60 years and the greater portion of the 
street system was developed long before the advent of 
the motor vehicle. The original plan, adopted in 1801, 
with but few changes, was apparently adequate for the 
traffic requirements for many years. Not until after 
the fire in 1904 were any major street improvements 
consummated. The fire destroyed all of the buildings in 
2a, considerable portion of the downtown district. The 
Burnt District Commission carried out a comprehensive 
program of street widening, most important of which 
was the widening of Light Street and Pratt Street. 
Huge sums have been saved through the execution of 
these projects at that time. 

While there are many wide streets in Baltimore, 
they do not have the essential continuity which makes 
possible the most efficient use of the roadways. The 
early radial roads and highways, which seldom have 
adequate widths in the older portions of the city, are 
well located and furnish more or less direct communi- 
cation between the different urban and suburban centers 
and the central business district. 

Analysis of available statistics of traffic flow in the 
central business district of Baltimore and on the high- 
ways throughout Maryland indicate that there is a 
definite relationship between motor vehicle registration 
and the volume of traffic. The total number of motor 
vehicles entering and leaving the central business dis- 
trict has been taken by cordon counts in October of 
each year from 1922 on. The following table gives 
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the number of vehicles counted, those registered and the 
ratio of these numbers: 


TRAFFIC FLOW AND VEHICLE REGISTRATION IN BALTIMORE 
18-Hour Cordon Count Estimated Motor 


Year of Motor Vehieles Vehicles Registered Ratio 
LPs Seer ees We 117,000 44,500 Qy57! 
NE PE iad ies ae 138,000 55,000 2,51 
1924) cee se geher 146,000 66,200 Benz 
VOD Sie sale erteotorte 176,000 81,400 2.19 


The ratio of traffic flow in the central business district 
to the total number of registered vehicles is decreasing, 
but at a diminishing rate. It is estimated that this 
ratio will decrease until it reaches 2.00 in 1928 and 
then remain about constant. Based on this estimate 
the vehicles entering and leaving the central business 
district, if the street space permits, will increase from 
176,000 in 1925 to 308,000 in 1930, an increase of 75 
per cent, and to 386,000 in 1940, an increase of 119 per 
cent. From other statistics it is estimated that the 
traffic on highways where there is sufficient room for 
free movement will increase in almost the same propor- 
tion as does the total number of motor vehicles owned 
and operated. In the outer portions of the city it is 
predicted that by 1930 the volume of this traffic will 
be about 90 per cent greater than that of today, and by 
1940 it will be about 185 per cent greater. From the 
foregoing statements it must be clear that the present 
street system of Baltimore must be made adequate to 
care for the traffic increases of the near future. 

The remainder of the report deals with the detailed 
recommendations for creation of major streets. These 
follow along the lines of the City Plan Committee. The 
proposed changes are shown in the large map repro- 
duced herewith. In general the recommendations pro- 
vide for a series of inner distributor streets, a system 
of outer distributor streets parallel to and a mile or 
more from the inner distributor street system, with 
arterial thoroughfares and connecting streets to link 
the various centers with the central business district. 


Trainmen Make Safety 


Suggestions 


Platform Men of Cleveland Railway Appointed Regu- 
larly as Safety Inspectors—Department of Accident 
Prevention Formed — Co-operation with Safety 
Council Results in Well-Attended Mass Meeting 


NCE each month either one, two or three crews 
from each station, depending on the size, are ap- 
pointed by the Cleveland Railway to spend one day 
inspecting the physical properties, including the cars, 
track and street conditions. A written report is made 
of unsafe conditions that are found. While these re- 
ports are directed to the department of accident pre- 
vention, they are reviewed in a conference held each 
month by the general manager, division superintendents, 
traveling dispatchers, superintendent of car washers, 
general superintendent and two of his assistants. 
Suggestions that bear further analysis are assigned 
definitely to some one for investigation. Many sug- 
gestions are obvious and are ordered into effect at once. 
If corrective measures cannot be put into effect the 
reasons are explained to the crew making the report. 
Each of the men serving on these committees wears a 
green and white enamel button reading “Accident Pre- 
vention Committee.” 
A recent report picked at random (dated Feb. 3) is 


928 


from one of the crews at the St. Clair station. It 
contains 23 suggestions which the committee believes 
will reduce accidents. To illustrate the nature and com- 
pleteness of these suggestions, extending over four 
closely written typewritten pages, several are herewith 
reproduced as being typical of the reports of the train- 
men’s committee: 


An inside grab. handle is badly needed on the “1000” type 
cars, just outside of motorman’s vestibule, in order that 
heavy, infirm and elderly people can board safely at the 
front door. The center-entrance cars have an inside grab 
handle and we believe they would be of great use on the 
1000” type cars. 

The water trough at Wheelock Road and St. Clair is 
always running over and then causes the street to be flooded 
with water. When it freezes, this place is very icy and 
dangerous. It seems as though the water is running too 
fast for the drain, which causes an overflow. The police- 
man on the beat ought to watch this trough more often 
and not let the drain get clogged up. 

On the “1200” type cars there are two switch holes in 
motorman’s vestibule that are being used by motormen who 
chew tobacco to spit the juice through. We have noticed 
that the front vestibule of these cars is cleaner and sweeter 
than the “1000” type. Many motormen are in the habit 
of expectorating behind the jack and behind the controller, 
rather than exerting themselves a little by opening the 
front door for this function. We believe, therefore, it 
would be a good thing in the way of sanitation if the com- 
pany would put a hole in the floor of these cars near. the 
gong at the right-hand corner, for the use of the tobacco- 
chewing motormen. 

We believe the far-side stop, westbound, at E. 45th 
Street should be moved over to the near side of the street. 
This is a dangerous corner when the eastbound cars are 
unloading passengers and westbound cars are coming to 
the stop; the people run right in front of the westbound 
cars. 

Since an automatic traffic signal has been installed at 
St. Clair and E. 105th, we believe that the eastbound cars 
should be brought up to the beginning of the bank build- 
ing. At present, motorman stops car way back from this 
point and he might get the green light to go and before 
he gets up to the street the red light will be flashed against 
him and thus will have to stop and wait. We suggest also 
that the safety zone be extended up even with the bank 
building. 

The accident report form now in use was in our opinion 
all right years ago when traffic was different. However, 
we believe it should be changed now to cover present times 
and conditions, such as a questionnaire form to include 
whether the driver of vehicle was intoxicated; make of 
vehicle; type of vehicle; number of passengers in vehicle; 
number of women and children; did driver make boulevard 
stop; rail condition; equipment condition, regarding brakes, 
sanders, etc. Also, another report for deadheading car 
caused by mechanical defects, to include such questions as, 
“Did conductor collect all fares; whether he gave out free 
transfers,” etc. We believe the claim department should 
know about the defects, as some conductors when changing 
cars do not collect their fares and an argument ensues on 
other car. 

Conductors claim that the reason so many slugs are being 
deposited for fare is because the table on fare boxes is 
generally dirty. A small light should be arranged to shine 
in fare box so they can see what is dropped in. The fare 
boxes on “1000” type cars are too low from the view of the 
conductor and he cannot see into fare box unless sitting 
on stool. 

It seems that whenever a cable breaks from catching 
under the retriever, it is always one of the small size cables, 
and it catches in between the brace on retriever and 
retriever. These small cables should be taken off and larger 
or thicker cables put on or else there should be plenty of 
tape put on small ones so they will be larger. . 

A water drain is badly needed at E. 79th and Hough, 
southbound. The water comes from the hill and settles in 
the electric switch, and when motorman throws the switch 
the people are splashed with muddy water. ) 

We suggest the discontinuance of eastbound East Boule- 
vard stop and placing the Yale eastbound stop at Herrick 
Road. A traffic officer is stationed at this’ point and makes 
cars stop for Yale and Herrick Road traffic. The East 
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Boulevard stop is useless where it is located as all the 
people live on the left side of East Boulevard. - 
We talked with Captain McMasters and Sergeant Nebe 


at the Fifteenth Precinct police station in regard to Moses’ 


garage at St. Clair and Nottingham Road, and they said 
our complaint will be taken up with Mr. Moses. They 
told us they had many complaints about his parking viola- 
tions, but this is the first one that came from the railway 
company. 

The switch cover at E. 140th, north of St. Clair, ‘is 
missing. This switch is where the Euclid cars used to wye. 

Break in pavement at Larchmont switch. 

Sand boxes empty at Brussells Road. 

Car 923 has no hanger hook for run number. 

Car 908—Retriever pulls trolley off on straight wire. 

Car 917—Will not take the switch at E. 79th and Wood- 
land. 

Car 2073—No drawhead pin, front. 

Car 2283—No rear screen. 

Car 1025—Curtain off, front vestibule. 

Car 1254—Curtain should be rewound in front vestibule. 

Car 1035—Broken release spring on rear right truck. 

We suggest that a lamp be installed in toilet at Euclid 
Beach Park. 


From an examination of the several suggestions 
above, it will be observed that the trainmen have had 
some excellent ideas. Many other suggestions were 
made that referred to detailed operating conditions 
such as the elimination of certain stops, the change of 
safety zones and-slight changes in the operation of the 
cars. Inspections of this kind have brought to light 
many minor defects and possible improvements that 
might otherwise pass unnoticed by the supervisory 
force who do not actually operate the cars. 

From one of the suggestions, it is seen that the com- 
mittee carried a matter to the Police Department. 
This has been done frequently by these platform com- 
mittees, with excellent results. 

Trainmen serving on these committees receive pay 
as if operating their regular runs. To them it is a 
pleasant relief from the routine of daily operation and 
gives them a feeling of taking an active interest in the 
company’s welfare. This plan also brings to the notice 
of the company those men who are developing ability for 
a higher position. 

Entirely apart from this inspection work are results 
that have been obtained by the increased co-operation 
recently with the Cleveland Safety Council on the part 
of the officials of the company. This Safety Council has 
been in existence for seven years. This year it has held 
a number of mass meetings. On Feb. 25 a general 
meeting of superintendents and foremen was held in 
the auditorium of the Chamber of Commerce Building, 
at which 1,200 people attended and 500 were turned > 
away because of inability to crowd into the hall. Besides 
a talk on “The Philosophy of Safety’ by Dr. Charles H. 
Rust of Worcester, Mass., an entertainment program 
was provided and attendance prizes were distributed. 
On the following evening, Feb. 26, a meeting of com- 
mercial drivers was held, with equally gratifying results. 

While it takes some time to determine actually the 
results of such accident prevention activities, definite 
improvement has been noticed. A “no parking’’ ordi- 
nance has recently been passed and made effective dur- 
ing the rush hours. The ordinance requiring boulevard 
stops has been in existence for some time, but recently 
has been rigidly enforced. 

The company has insisted that cars be under control 
while crossing special work and entering the subway 
under the high level bridge. The first tangible result to 
be noticed has been a reduction of 18 per cent of car 
collisions. 
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LERT police regulations are common to all Texas 
cities. One does not cross a street against the 
traffic signals with impunity. A near-by officer 

always challenges the offender and explains the pur- 
pose of the regulation of pedestrians. The courtesy by 
which this is done ig of particular interest to the 
northern visitor. 

This trait of courtesy has been carried perhaps far- 
ther in El Paso under the direction of Stanley Good, 
‘captain of traffic police of that city. He believes that 

| speed with safety is not much slower than recklessness 
and proved it to its citizens by.dashing across that city 
during a busy hour violating every traffic rule and regu- 
lation, passing cars on the left and generally doing all 
things a good motorist would not do. The trip took 

' eleven minutes. He then made the same trip under 
similar conditions in a safe and sane manner, obeying 
all regulations, and it required thirteen minutes—two 
minutes more for safety. 

Of outstanding merit has been the co-operation be- 
| tween the police department of El Paso and the El Paso 
Electric Railway. Much has been accomplished by the 
close co-operation between these two organizations in 
the regulation of traffic and the movement of the large 
number of passengers who daily ride the electric cars. 


| HOUSTON GROWING RAPIDLY 


Houston has benefited tremendously by the comple- 
tion of the ship channel that allows ocean-going craft 
to reach the city. Home-building projects in outlying 
_ territories are extensive and have placed a trying 
burden on the Houston Electric Company, operating 
| the city transportation system in this fast-growing city. 
| Bus service has been supplied on eight different lines, 
five of which are complete routes from the center of the 
| city to outlying districts, while the remaining three 
_ provide feeder service. 


SUBSIDIZED BuS SERVICE IN HOUSTON 


| Subsidized bus service is operated on four lines at 

present. The three of these lines running into the 

center of the city are express buses, running without 
| stop from the outlying districts to the city center. The 
/ other subsidized line is a feeder or extension service 
_ toa car line. The subsidized lines are clearly marked 
and the passengers know that the service depends on 
the subsidy from the real estate operators. 

The basis for a subsidy is a contract between the 
railway and the real estate company, whereby the Hous- 
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| Texas Properties Are Getting Results from 


Good Merchandising Work 


SECOND ARTICLE 


Subsidized Bus Service Is Houston’s Answer to the Problem of Providing Trans- 
portation Facilities to Newly Developed Communities — San Antonio Re- 
lies on Its Widely Extended Telephone Dispatching Service to Perform a Large 
Part of Its Supervisory Work — Coffin Prize Contest Attracting Attention 


By John A. Dewhurst 


Associate Editor Exectric Rarbway JouURNAL 


ton Electric furnishes the necessary equipment and 
operates it. The real estate developers agree to pay 
all operating expenses, after first crediting all rev- 
enues collected. The operating expenses, including 
depreciation, are equivalent to approximately 28 cents 
a bus-mile. On the main lines the revenue has gradu- 


“Courtesy Pays.” This Device, Distributed by the Northern Texas 
Traction Company, Consists of Two Cardboard Disks. By Mov- 
ing the Under Disk to Any Position Marked, a Picture Is Shown 
of the Accident that May Happen 


ally increased and is-‘now running at about 16 to 18 cents 
per mile. The Houston Electric Company reserves the 
right to take over any operation at any time and agrees 
to do so whenever the revenue equals or exceeds the 
expense for a period of six successive months. The 
permit to operate received from the city is granted 
from year to year. It is dated coincidentally with the 
annual contracts or renewals. The fare charged on all 
express buses is 10 cents cash with free transfers to 
cars or other buses. On non-subsidized lines or on regu- 
lar buses, the same fare is charged as on cars, namely, 
7 cents cash or four tickets for 25 cents. 

To improve the service in general and to give better 
transportation the company is giving some thought to 
operating express service on other car and bus lines. 

Many city cars are being repainted and electric flash- 
ing signs are being supplied, reading “We thank you,” 
“Enter at the front,” Leave by the rear,” etc. Treadle- 
operated rear doors are being installed on a number 
of cars as they go through the shops for overhauling. 
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Furnishing Transportation in Texas Cities 


1. New municipal auditorium in San Antonio opened on April 
19. This is one of the outstanding developments showing the 
progress of this city during the year. x 

2. Street scene looking north on Congress Street in Austin. 
This 100-ft. street allows ample room for street car movements 
and enables this company to maintain a high schedule speed. 

3. Houston’s bus garaging facilities in the rear of the car- 
house. Each berth will accommodate two. buses. : 

4, Looking south on Main Street, Houston. Street car service 
was abandoned on this street to give way to vehicular traffic 
and the cars are now operated on adjoining streets, where vehic- 
ular traffic is not as heavy. 

5. On the route of the River Oaks bus line in Houston is 
found this sign, which is self-explanatory. The bus is a recog- 
nized means of transportation to this community. 

6. After two hours rain in San Antonio, the streets often 
become flooded, as shown in this picture. The re-establishment 
of car and bus service was greatly aided by the extensive 
telephone dispatching service used on this property. ‘The auto 
to the left is stalled, the one to the right will be! 

7. One of the River Oaks subsidized express buses ready to 
leave a downtown terminal in Houston. 

8. Carhouse and storage yards of Houston Electric Company. 
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Such cars are painted in different color combinations, 
it being desired to provide a change and to attract more 
attention. A further description of “Houston’s talking 
cars” will be given in an article in ELECTRIC RAILWAY 


JOURNAL by F. J. Bennett, master mechanic for the 


Houston Electric Company. 


MAINTAINS SERVICE BY TELEPHONE DISPATCHING 


San Antonio has used a telephone dispatching service 
to maintain the cars on time. W. H. Holden believes 
that this system not only makes the service more 
flexible but is an economy that pays the cost of the 
telephone equipment and then some. Fewer inspec- 
tors are required and more efficient service is main- 
tained. All operators call the dispatcher at the end of 
each line just before their scheduled leaving time. 
Other telephones are installed at intermediate points, 
there being 46 stations in all. ‘ 

In addition to this system twelve inspectors are used 
to operate the eighteen car lines and the seven bus 
routes, requiring in daily operation 180 cars and 24 
buses. 

An example of the use of telephone dispatching was 
afforded on April 20. A severe rainstorm took place, 
34 in. of rain falling in two hours. Practically all car 
and bus lines were blocked by temporary floods for 
from 30 minutes to two hours. Several cars and buses 
went dead due to water-soaked equipment. 

Despite this severe condition service was established 
on all but two lines in about two to three hours. 
On these two lines more serious trouble developed that 
required track or bridge repairs. Connecting service, 
however, was established until these lines could be 
repaired. Due to the telephone dispatching, lines could 
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1. At the entrance to the turning basin of Houston’s ship 
channel are large docks and elevators, as shown in this picture. 

2. Houston’s docks extend for some distance down the entrance 
of the ship channel. 
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Northern Texas Traction Company 
WELCOME LEGIONNAIRES 


This ticket, if presented at any time on 


SEPTEMBER 1, 2, 3 OR 4, 1925 
will be accepted in payment of one fare on the CITY CARS only of 
this company. 


NOT GOOD IF DETACHED 


The “Information” Trainmen of the Northern Texas Traction 
Company will be glad to direct you to any part of the city. 

These tickets are issued complimentary by the General Conven- 
tion Committee of Bothwell Kane Post No. 21, Fort Worth, for the 
Seventh Annual Convention of the American Legion, Department of 
Texas. 


Neen eae eS SS eee 


Reproduction of One Ticket from a Book Distributed to the 
American Legion in Conjunction with the Northern Texas Trac- 
tion Company of Fort Worth. The Book Contained Ten Such 
Tickets, and When Used Was Paid for by the American Legion. 
Nearly $1,500 Worth Were Sold During the Four Days of the 
Convention. This Plan Was Explained in an Article that 
Appeared in the May 22 Issue of This Paper 


be placed first on long headways and then more fre- 
quent, as equipment became available: 

In addition to this reliability feature, considered 
essential by Mr. Holden, the service is studied and 
schedules are changed as traffic checks indicate neces- 
sity. Cars are being repainted frequently and in 
many cases a blue lone star, the emblem of the state 
‘of Texas, is painted on the outside. 

The work of the traffic study and control through 


a 


tt 

Bc caitlin aft 
iti tlie wild donde antes siete died) pace oe @ 
Pret Gece | i] % 


if j 


3. Looking across the turning basin at the Houston end of the 
ship channel. Ocean-going craft can load and unload at extensive 
docks. It is this ship channel that has caused much of Houston’s 
recent growth. 
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engineering records has continued under the direction of 
W. R. Castle, transportation engineer. The work and 


methods used were told in the ELECTRIC RAILWAY JOUR- _ 


NAL of July 25, 1925, page 121. Service is budgeted 
in advance and schedules are built to provide this serv- 
ice. Careful checks are made continuously and changes 
are made in schedules wherever conditions warrant. 

Schedules have been speeded up. Based on careful 
studies, the schedules between time points have been 
shortened to avoid slow running. Cars are given def- 
inite time points inbound from the end of the line to 
the city center, but are than allowed to proceed as fast 
as possible on the outbound trip to the end of the line, 
as few people are picked up on the outside of the city 
center on the outward trip. 

Congress Street, Austin, being 100 ft. wide, has ample 
room for parking on the side and generally allows a 
clear track for the cars, so that a relatively high sched- 
ule speed is maintained. 

The Austin Street Railway contemplates establish- 
ment of bus service to new developments, but to date all 
service is given by cars, most of which are the light- 
weight single-truck one-man type. 

Many companies are planning to enter the contest 
for the 1926 Coffin Prize. Some companies have this 
work well under way. Based on the experience of three 
years past some excellent presentations are expected. 


Railway Doing Well in Augusta 


One-Man Cars Used Exclusively on City Lines—Im- 
proved Rolling Stock Has Brought Lower Costs 
—No Increase in Competition from Pri- > 
vate Automobiles Expected 


is attracting each year more residents, both 
permanent and temporary. Owing to its altitude, dry 
climate and equable temperature, Augusta and its neigh- 


| es many other cities in the South, Augusta, Ga., 


boring city in South Carolina, Aiken, have always been © 
favorite resorts during the winter for many persons of — 
means and leisure who wish to escape the rigors of a 
Northern winter. While the number of this class of 
residents is increasing, Augusta has also participated in 
the industrial activity and growth which recently has 
followed a better recognition of the advantages possessed 
by the South for manufacturing purposes. These ad- 
vantages include a lower cost of labor because of 
cheaper living conditions, low cost of power because of — 
the many hydro-electric developments and freedom from 
transportation delays because of practical absence of — 
snow. To these, in some instances, may be added prox- — 
imity to the source of raw materials, as in the case of 
cotton mills and manufactures requiring the use of 
lumber and steel. ¥ 

All of these conditions have helped the traction prop- 
erties of the South. As opposed to them have been the 
increasing number of private automobiles and a climate 
which permits their use without difficulty for twelve 
months during the year. 

Augusta suffers from this latter cause. Its main 
street is wide enough to permit two trolley tracks in 
the center, a line of parked-automobiles on each side of © 
the double track, at least two lines of moving vehicles 
on each side of these parked automobiles and, next to 
the curb, still another line of parked automobiles. There 
are, it is true, regulations limiting the period of park- 
ing, both against the reservation in the center of the 
street and along the curb line at the side, but if an auto- 
mobile leaves its place before the end of its parking 
period, another is pretty sure promptly to take its place. 
Of course, the loss of traffic which has come from the 
competition with private automobiles has a theoretical 
maximum which now must have been nearly reached, 
because of the difficulty which the average driver finds 
in locating a parking place. 

The principal transportation improvements on the 
Augusta system by the Augusta-Aiken Railway & Elec- 


The Principal Street in Augusta Is Wide Enough for Two Tracks in the Center, a Row of Automobiles on Each Side of These Tracks, 
a Roadway Outside of These Parked Automobiles and a Row of Parked Automobiles Along the Curb 
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The Space Outside the Tracks Is Used for Parking Except 
at the Island Platforms 


tric Corporation during the past few years are new 
cars, the addition by the city of several island platforms 
for waiting passengers and the construction of a dis- 
patcher’s office and information booth between the 
tracks at a central point in the downtown section. A 
representative of the company is stationed at this booth 
from 7:10 a.m. to 9:47 p.m. His duties are to make 
change and supply tokens to conductors, check sched- 
ules, issue orders to trainmen, etc. He is connected with 
other points on the system by telephone. All cars of 
the company, both city and interurban, pass this point. 

The company uses 32 cars in its normal service. Fif- 
teen of these are of the single-truck Birney type. Ten 
are double-truck safety cars made over from two-man 


TABLE I —OPERATING EXPENSES PRINCIPALLY AFFECTED BY 
CAR MODERNIZATION, CENTS PER CAR-MILE 


1923 1924 1925 
BO Wer yer eee rl sek ose iule ee Sie ete | Feel 24 0.84 2.07 
Conducting transportation «(06.0 ccc ec eee 10.92 8.74 8.68 
Maintenance of equipment*.............,....... 3.6 Sal 2.8 


_ * Exclusive of depreciation. 


This Dispatcher’s and Information Booth Is on an Island Platform 
near the Center of the City 


TABLE II—MAINTENANCE OF EQUIPMENT, EXCLUSIVE OF 
DEPRECIATION, CENTS PER CAR-MILE 
(Including accounts 29 to 38 inclusive) 


1921 1922 1923 1924 1925 
CIE ioe, eee ery Mee eee ose 4.9 3.9 3.9 oral) Ph 
Ipterunban og) aoe. euyete - 6.6 4.6 305) 373) Ee) 
Average <°. Sia oe ete 5.6 4.1 3.6 3.1 2.8 


cars and seven are used for the interurban division of 
the company. Of these seven cars, five are used for 
through business and have two-man crews. The others, 
which do only a local business for about 5 miles out 
from Augusta, are one-man cars. 

The company’s modernizing program for rolling stock 
during the last four years has brought material savings 
in operation, as the accompanying tables show. The 
first table gives the expenses for power, conducting 
transportation and maintenance of equipment, on the 
car-mile basis, for the past three years. The high cost 
for power in 1925 is due to the use of steam power dur- 
ing a long drought which occurred last summer. Table 
II gives data on equipment maintenance expenses. 

As yet the company has put in service only one bus. 
It was supplied by the Yellow Truck & Coach Manu- 
facturing Company and operates on the interurban 
route between Augusta and Aiken. In view of the large 
variety of fares charged on this line, the company has 
put in a National cash register for registering the fares. 


INS 


The Readers’ Forum 


Cost of C., M. & P. S. Electrification 
Was $22,000,000 


CHICAGO, MILWAUKEE & ST. PAUL RAILWAY 
Legal Department 
CHICAGO, May 11, 1926. 
To the Editor: 

Today my attention has been called to erroneous 
matter contained in an article published in your issue 
of the 24th ult. under the caption “John D. Ryan offers 
intimate information.” 

The article, in dealing with the cost of electrification 
of the Chicago, Milwaukee & Puget Sound, states the 
cost of that electrification to have been $200,000,000, 
whereas the fact is the aggregate cost was slightly over 
$22,000,000. The third paragraph of the same article 
contains another error in figures in that the article 
states that the copper purchased by the railway com- 
pany from the Anaconda company was worth $5,500,000. 
The fact is that the cost to the railway company of 
that copper was $3,900,000. 

Your journal is read by persons who are technical 
and critical. The railroad management is at present 
being criticised, largely because of misinformation. As 
the representative of the Chicago, Milwaukee & St. Paul 
Railway, in charge of the proceedings involved in the 
Interstate Commerce Commission’s investigation of why 
the road went into receivership, I am very much con- 
cerned in correcting misinformation and misleading 
statements. I am, therefore, bringing the foregoing 
to your attention in the confident belief that you will 
agree that in justice to your journal, to its readers and 
to the Chicago, Milwaukee & St. Paul Railway a cor- 
rection of the April 24 article should be published in 


an early issue. O. W. DYNES, 
General Solicitor. 
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Maintenance Notes 


Temporary Lighting Stands 


N RECONSTRUCTION work for 

electric railway operation it some- 
times becomes necessary to provide 
’ temporary lighting of the streets due 
to disturbing the permanently in- 
stalled lighting system. Such a condi- 
tion exists along Eighth Avenue, New 
York City, where new subway con- 
struction is taking place. The per- 
manent lighting fixtures have been 
removed and in their place have 
been substituted temporary lighting 
stands of the type shown in the ac- 
companying illustration. These con- 
sist of a heavy base support with an 
upright constructed of 1-in. pipe. 
This is bent in a loop at the top and 
the lighting fixture is hung from 
this. The base is constructed of 
sheet steel and is 3 ft. square at 
the bottom. This tapers to an oc- 
tagonal shape at the top which is 
about 12 in. across. The height of 
the base is 4 ft. In order to pro- 
vide a solid anchorage for the up- 
right pipe, the top is filled in with 


Temporary Lighting Stand in Front of the 
Post Office on Eighth Avenue, 
New York City 


concrete. This is easy to install and 
sets quickly. 

The lighting connections are car- 
ried outside the base connection be- 
ing made to the original lines. The 
junction box of sheet steel is installed 
on the upright 18 in. above the top 
of the base. This type of construc- 
tion forms a cheaply constructed as 
well as a neat appearing arrange- 
ment which can be moved readily 
when work in the immediate vicinity 
is taking place. 


Pneumatic Tires on 
Acetylene Welding Truck 


N WHEELING acetylene welding 

outfits about the shops of the De- 
partment of Street Railways, De- 
troit, Mich., it was found that the 
gages and welding equipment got 
out of adjustment due to the vibra- 
tion when passing over rough floor- 
ing and tracks. To remedy this 
condition, the welding trucks of the 
railway are now all provided with 


Constructed of Sheet Steel, is 
Square at the Bottom and Octagonal 
at the Top 


The Base, 


Pneumatic-Tired Welding Truck in Use in, 
the Shops of the Department of Street 
Railways, Detroit, Mich. 


pneumatic-tired wheels. The cheapest. 
and most satisfactory construction is- 
to use standard Ford front wheels. 
Old tires from the company’s auto-- 
motive equipment are used. 

The framework for the truck is. 
made of #-in. pipe. This is bent out-- 
ward at the top to form handles. A 
bottom step of x-in. sheet steel is. 
provided, on which the tanks are 
mounted. On the other side, a box of 
sheet steel is built into the construc-. 
tion, in which small welding equip-- 
ment is carried, together with weld-- 
ing wire, etc. 


Armature Failures Elimi- 
nated by Baking 
O MEAN record was established! 
IN by’ the Beaver. Valley ‘Traéhion 


Company, New Brighton, Pa., when. 
the entire winter of 1925-26 was. 


‘ passed without experiencing a single- 


armature or field failure. This free- 
dom from breakdowns was accom- 
plished largely through the use of~ 
a bakeoven designed by H. J. Meyer, 
master mechanic, and equipped with 
Westinghouse heating units and: 
automatic electric control. 

Field coils are first placed in the- 
oven and subjected to a drying out 
heat for a period of from eight to- 
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This Baking Oven Has Proved a Desirable 
Accessory to the Equipment of the 
Beaver Valley Traction Company 


ten hours. They are then dipped and 
returned to the oven for the final bak- 
ing. The latter process also requires 
from eight to ten hours, so that the 
preparation of the units extends over 
a period of approximately 24 hours. 
Thermostatic control maintains the 
_ baking temperature of the oven at 
' 230 deg. F. Five heating units are 
provided, three at one end of the 
oven and two at the opposite end. 
The oven is constructed of brick 
and access is through an opening 
with a sheet steel door. This door is 
arranged to raise and is counter- 
balanced so that its position may be 
maintained at any height desirable. 
Electric equipment for baking or 
drying is wheeled into the oven on a 
four-wheeled truck. The accom- 
panying illustration shows some field 
coils in position for baking. 


Turntable Speeds Sash 
Painting 
ONSIDERABLE reduction in 


the time necessary for painting 
car sash has been made possible in 


the shops of the Grand Rapids Rail- 
way, Grand Rapids, Mich., by use of 
a small turntable on which the sash 
is placed for painting. The base for 
the-turntable consists of a wood block 
2 in. thick. On top of this two round 
blocks, each of 8 in. diameter by 
2 in. thick, serve as swiveling bear- 
ings. A round rod in the center acts 
as a shaft and the top framework 
can be lifted off for convenient 
handling. - 

The top consists of a central 
wooden frame about 18 in. square. 
This has side extensions which when 
closed are 33 in. over all and which 
can be pulled out to 48 in. over all. 
They are clamped in any desired po- 
sition by wing nuts. Rubber spools 
form the support for the sash dur- 
ing painting. These are 1 in. 
diameter by 4 in. thick. There are 
six of these on the center block and 
four additional spools on the exten- 
sions, one at the end of each arm. 

A large number of different sized 
sash can be accommodated by this 
arrangement. The glass part of the 
sash rests on the spools during paint- 
ing, so the entire frame is not 
touched. By rotating the frame the 
workman does not have to reach 
across the sash. 


New Equipment 
Available 


Improved High-Speed 
Circuit Breaker 


IFFERENTIATION between 

legitimate overloads and short 
circuits by automatic means re- 
quires many important details in 
circuit breaker design. The new 
type high-speed circuit breaker of 
the Westinghouse Electric & Manu- 
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Convenient Turntable Fixture Reduces Labor of Painting Sash in Grand Rapids 


facturing Company is an air-break 
switch of the contactor type without 
auxiliary arcing tips. The breaker 
has a movable contact of solid copper 
bridging two stationary contacts. 
The movable contacts are held closed 
by the action of an electromagnet. 
Inside the breaker structure the path 
of the line current is divided into 
two parallel circuits. One is stacked 
with iron punchings to form an in- 
ductive circuit, while the second is 
non-inductive and is passed through 
the magnetic circuit of the breaker’s 
“holding-in” coil, in such a manner 
that the flux due to load current 
bucks the flux of the holding magnet. 

Under normal load conditions the 
holding coil flux predominates and 
the breaker is held closed against the 
action of strong springs and the 
currents in the two parallel paths 
vary inversely as the resistance of 
the paths. Under short-circuit con- 
ditions, one path being inductive, the 
current divides in the parallel paths 
inversely as their impedances. There- 
fore, the non-inductive path through 
the holding coil field will carry a 
much larger proportion of the short- 
circuit current and the holding coil 
flux will be bucked down, allowing 
the breaker to open instantly by the 
action of the opening springs held in 
tension by the holding magnet. A 
powerful magnetic blowout and an 
arc chute of ample size serve to 
lengthen the are incident to the in- 
terruption of the circuit to a point 
of instability at such a high rate of 
speed as to dissipate it in a very 
short time. Under conditions of 
steady load or slowly changing load 
the inductive shunt has little or no 
effect on the current which divides 
between the two paths in the inverse 
ratio of their resistances. 

The breaker is held in the closed 
position against the action of strong 
springs by the holding-in armature 
sealing to the holding-in magnetic 
circuit. To open the breaker the flux 
of the holding coil must be bucked 
down to such a value that the seal 
will be broken by the action of the 
opening springs. It is apparent that 
for given values of shunt resistance, 
bucking-bar resistance and flux of 
the holding-in coil, there is a certain 
value of excessive overload current 
that will buck down the holding-in 
coil flux and open the breaker. It is 
also evident that this value of over- 
load current required to open the 
breaker will decrease in magnitude 
as the voltage on the holding-in coil 
is decreased. Due to its inherent de- 
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Type HS 300-Amp., 1,500-Volt, High-Speed Circuit Breaker 


sign characteristics the high-speed 
breaker will open on short circuits 
and excessive overloads. 

The division of current between 
the bucking-bar and shunt, the hold- 
ing coil flux and the inductance of 
the shunt circuit is so proportioned 
that the breaker will. not open at 
overloads within the capacity of the 
machine. The features of the auto- 
matic switching equipment are so 
designed that load-limiting resistance 
is inserted in the machine circuit 
with overloads to limit the output of 
the machine to within its rated 
capacity. Therefore, the slowly ris- 


ing overloads are automatically 
ras 00000 | Main cortacts 
OO co// . Ys; 


Opening 


Spring 


> 


| Inductive shunt 


Closing 
coil 


Diagrammatic Sketch of High-Speed Circuit 
Breaker Connections 


limited before they reach a value 
great enough to open the breaker. 

High-speed breakers are designed 
essentially for machine protection 
and should be connected in the ma- 
chine circuit with its holding-in coil 
excited from the machine voltage. 
Under operating conditions the 
breaker will be supplied with normal 
voltage, thus making it possible ac- 
curately to adjust the tripping 
mechanism so that the breaker will 
differentiate between short circuits 
and legitimate overloads, opening 
only on short circuits. 

When high-speed breakers are used 
in feeder service it is necessary to 
excite their holding-in coils from the 
station bus unless an expensive stor- 
age battery or motor-generator set 
is supplied for that purpose. Under 
such conditions the breaker is operat- 
ing with an impressed voltage on its 
holding-in coil that may vary as 
much as 100 to 150 volts as the load- 
shifting resistances are cut in to 
lower the bus voltage and transfer a 
portion of an overload to adjacent 
stations. If the breaker is calibrated 
to select between legitimate over- 
loads and short circuits with normal 


ing-in coil, it is evident that the 
breaker will open on heavy overloads 
when the bus potential has been re- 
duced appreciably by the insertion ; 
of the load-limiting resistance, thus — 
interrupting the circuit when it is — 
most important that the feeder — 
breaker should remain closed. 


Vol. 67, No. 22 
bus voltage impressed upon its hold- 


Driven Saw 


ITH the driving motor and 

saw blade mounted at opposite 
ends of a tilting frame, a high-speed 
circular metal cutting saw has been 
designed by the Hunter Saw & 
Machine Company, Pittsburgh, Pa. 
A double-jaw, quick-acting, eccentric — 
vise is used to hold the material 
firmly during the cutting operation. 
The table of the machine is provided 
with.a quadrant stop that can be set — 


i 
> 
Tilting Frame for Motor- 
y 
} 


High-Speed Metal Cut-Off Saw 


to any angle within the sweep of the 
saw blade. A pan is attached to the 
under side of the table to catch cut-_ 
tings and so aids in keeping the shop 
in neat condition. / 

Adequate protection to the oper- 
ator is provided by means of steel 
guards that cover both the belt and 
saw. 

The machine is driven from a 
Westinghouse Electric & Manufactur- 
ing Company’s motor, through an 
endless belt. A  push-button-con- 
trolled magnetic starter is used for 
the control of the motor. Proper 
alignment of the pulleys is obtained — 
by having the motor keyed to the — 
base, the handwheel providing for 
convenient belt adjustment. The 
low belt tension which is a par- 
ticular feature is provided through a — 
wide belt. j 
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Association News & Discussions 


Dimensions for Carbon Brushes 
and Shunts Listed 


IMPLIFIED lists of sizes and di- 

mensions for carbon brushes and 
brush shunts were established by the 
division of simplified practice of the 
Department of Commerce at a meeting 
held in Washington on April 14, 1926. 
This conference included representa- 
tives of manufacturers, distributors 
and users of carbon brushes and brush 
shunts, and was held at the request of 
the Electric Power Club in an endeavor 
to determine reasonable size limits 
within which one dimension might vary 
in respect to another fixed dimension. 

It was the sense of the conference 
that a standing joint committee be or- 
ganized which will include representa- 
tives of all elements of the industry and 
whose function will be to observe the 
adequacy of the recommendations now 
adopted through the first active year. 
The first. concern will be to give fur- 
ther study to many important sug- 
gestions that were developed at the 
meeting. The standing committee will 


COMING MEETINGS 
OF 


Electric Railway and 


Allied Associations 


June 2-4—Canadian Electric Rail- 
way Association, annual convention, 
Quebec, Canada. 

June 9-16—American Railway 
Association, Mechanical Division, 
annual convention, Atlantic City, 
N. J. Car matters, June 9-11; loco- 
motive matters, June 14-16. 


June 10-11— Advisory Council 
conference electric railway execu- 
tives, Eastern region, starting 3 p.m. 
June 10, Engineering Societies Build- 
ing, 29 West 39th Street, New York 
City. 

June 21-25—American Society for 
Testing Materials, annual meeting, 
Haddon Hall, Atlantic City, N. J. 


June 25-26—New York Electric 
Railway Association, annual meet- 
ing, Hotel Champlain, Bluff Point, 
N. Y. 


June 28-July 2— Central Electric 
Railway Association, summer meet- 
ing, S. S. South American, Buffalo, 
N. Y., to Chicago, Il. 

July 8-10—Midwest Electric Rail- 
way Association, annual convention, 
Brown 'Palace Hotel, Denver, Colo. 

August 12-13 — Wisconsin Public 
Utility Association, Railway Section, 
La Crosse, Wis. 

Oct. 4-8—American Electric Rail- 
way Association, annual convention 
and exhibits, Public Auditorium, 
Cleveland, Ohio. 


consist of two representatives of brush 
manufacturers, two representatives of 
the motor and generator manufactur- 
ers, two representatives of the retai - 
ers and two representatives of the 
users. 

It was the opinion of the conference 
that close co-operation between the 
manufacturers of carbon brushes and 
the fabricators of brush holders will 
prove advantageous to both groups, 
with the result that further simplifica- 
tion will appear desirable and practi- 
cable at some future time. The confer- 
ence also felt that engineers, designers, 
purchasing agents, superintendents and 
standardization bodies, who are in any 
way concerned with carbon brushes and 
brush shunts, will derive tangible bene- 
fits from a simplified list of sizes. Such 
practice should decrease stocks, produc- 
tion costs, selling expenses, misunder- 
standings, ete. The American Electric 
Railway Association was represented at 
this conference by R. H. Dalgleish, chief 
engineer Capital Traction Company, 
Washington, D. C. 


Creosoted Pine Poles* 


By H. E. BRAUNIG 


Superintendent of Transmission and Distri- 
bution Mastern Texas Electric Company 
Beaumont, Tex. 


TRENGTH tests on wooden poles 

were conducted by the American 
Telephone & Telegraph Company in 
1924 and by the United States Forest 
Products Laboratory in 1923. Each of 
these authorities found that pine is the 
strongest of the pole woods. Bulletin 
556 of the Department of Agriculture 
lists it as 44 per cent greater in 
strength than the next strongest spe- 
cies, and this comparison was verified 
by the work of the Forest Products 
Laboratory. 

In line construction, practical ad- 
vantage is taken of the increased 
strength of pine, either by using 
smaller poles or by using longer spans. 
Three years ago our company adopted 
pine exclusively and in general we now 
use all poles 1 in. less in top diameter 
than formerly when other species were 
used. Pine maintains its strength over 
a long period. Tests made during the 
last eighteen months on creosoted pine 
poles 27 years old show that there 
was no decrease in strength. 

The life of creosoted pine poles has 
been variously estimated at from 25 to 
40 years. The Pennsylvania Electric 
Association’s report in 1923 gives the 
anticipated life as 35 years. A recent 
paper by the Carolina Light & Power 
Company gives a life of 40 years. One 
of our oldest lines between Port Arthur 
and Beaumont was built in 1912. In 


*Abstract of a paper presented at the 
sixth annual convention of the Southwest- 
ern Geographic Division of the National 
Electric Light Association, Galveston, Tex., 
April 15, 1926. 


Trolley Line of the Port Arthur Traction 
Company with Creosoted Pine Pole Con- 
struction Installed in 1911 Has Had No 
Replacements to Date 


its construction 652 poles were used. To 
date, three of them have been replaced 
due to decay, caused, so far as can be 
determined, from: abrasions. Prac- 
tically no decay has occurred at the 
ground line or top. Another line be- 
tween Dallas and Sherman, Tex., was 
built in 1909 and contained 2,400 poles, 
none of which has been replaced. 
There is no doubt that the present-day 
application of the treating process is 
much better regulated and more scien- 


_tifically handled than with these older 


pole lines. It therefore seems safe to 
assume that the treated pole itself is 
an even better product than we have 
hitherto . obtained. 

The conductivity of the wood is not 
increased by creosoting, and due to deep 
penetration of creosote it is a toxic to 
white ants. Impregnation by the 
full cell process with coal tar creosote 
renders wood resistant for at least 25 
years. 

Creosoted wood when new is more 
readily inflammable than untreated 
wood, but when it becomes older it is 
less inflammable. 


Birney Club to Discuss 
Obsolescence 


66 HAT Constitutes Obsolescence 

in Street Cars” will be the sub- 
ject of a paper by W. J. Mackle, super- 
intendent American Car Company. This 
will be presented at the next meeting of 
the Birney Club, to be held in St. Louis 
at 6:30 p.m. on June 7. 
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Rapid Transit for Seattle 


Committee of Laymen Sees in Rapid 
Transit System a Cheap Solution 
for Present Difficulties 


One hundred and six pages of type- 
written text and a dozen pages of 
artist’s sketches are used by the rapid 
transit committee of Seattle, Wash., to 
tell why that city needs rapid transit. 
The report is summarized in twelve 
findings and two recommendations 
abstracted herewith. The report is 
signed by William Pitt Trimble as 
chairman of the committee of five 
citizens. 

According to the committee the 
“street car business” in Seattle is fall- 
ing off at the rate of about 1,000,000 
passengers yearly, notwithstanding that 
the population during the last fifteen 
years has more than doubled. 

The members say that the multiplica- 
tion of street traffic during the last 
fifteen years in the downtown sections 
of Seattle and other cities of this class 
has demonstrated the impracticability 
of surface cars providing cheap and 
quick transportation in competition 
with the automobile. In the six years 
from 1919 to 1924 the number of 
trolley car passengers across the draw- 
bridge fell off 21 per cent, while the 
number of automobile passengers gained 
181 per cent. During the same period, 
in cities supplied with rapid transit 
lines, the business has increased faster 
than the population. Says the com- 
mittee: 

Trolley car service is too slow. The rap- 
idly moving “jitney bus,’’ with its miserable 
accommodations, took so many thousands of 
passengers from the trolley cars that jitney 
competition had to be suppressed by law, 
but this legal suppression of public competi- 
tion had only a temporary effect upon the 
decline in trolley car business. 

According to the board, the experi- 
ment in 1923 of lowering fares im- 
mediately added 12 per cent to the num- 
ber of passengers, but a 5-cent fare 
cannot be maintained, because trolley 
cars cannot be operated for much or 
any less than the present fares. Still, 
says the board, the fares are too high. 
It believes that buses will not remedy 
the situation, for with “their limited 
carrying capacity it would take so 
many more of them than trolley cars to 
do the business that they would add to 
the situation instead of relieving it.” 

With the innumerable crossings, 


necessary and unnecessary stops, cross-’ 


traffic and other interferences, buses 
cannot make the required time through 
crowded areas, nor expeditiously and 
economically move large masses of 
people. That is the committee’s opin- 
ion. In consequence “a rapid transit 
system is the only solution and is neces- 
sary” to meet the demand for quicker, 
cheaper, more regular and more com- 
fortable service than can be given by 
either the trolley car or the automobile. 

It submits its plan as the only prac- 


ticable solution of the local problem. In 
this connection it finds: 


That the system can be built for less 
than $4,000,000, 

That the gain in business and the saving 
of time in operating costs would be enough 
to pay the interest, etc., upon the cost of 
construction. 

That it will be a great saving of money 
and time to the traveling public, amounting 
to about 6,000,000 hours annually, and 
this, estimated at the nominal value of 
10 cents an hour, is an unnecessary tax 
upon the street car users of $600,000 a year, 
which loss can be saved by the proposed 
rapid transit system. 

That the first unit waquld serve about 
40 per cent of the population and would 
have to add only 2 per cent to the value 
of this 40 per cent of the assessed value 
of the city to pay for itself in one year. 

That the information broadcasted that 
Seattle was the smallest city in the country 
and the first city west of Chicago to have 
rapid transit would be of tremendous ad- 
vertising value to the city. 


That it is the city’s duty to see that the 
people have cheap, quick and comfortable 
transportation facilities. 

That the longer the construction of the 
system is delayed the greater the loss of 
business, the cost of construction and the 
difficulty of financing. 


For these reasons, or, as the commit- 


tee prefers to say, “now, therefore, your 
committee recommends as follows”: 


1. That the city itself should at once 
proceed to provide proper facilities, or 

2. That it should go out of the business 
and grant such a franchise to a private 
company, so that such company could 
furnish more rapid, regular, frequent and 
cheaper service and facilities to the travel- 
ing public; otherwise, the only way the 
surface roads can ultimately escape the 
bankruptcy court is by placing this un- 
necessary burden upon the already over- 
burdened taxpayers and without any benefit 
to the railway department or to its patrons, 
or to the credit of the city, 


Bus Company Contracts to Buy Railway 


Fifth Avenue Coach Company Plans to Take Over 74 Miles of Surface 
Lines, Renews Its Plea for Bus Rights and Offers to Install 
Five-Cent Zone System 


WO major and several minor moves 

have been made involving the af- 
fairs of the New York Railways, oper- 
ating 74 miles of surface lines in the 
Borough of Manhattan. First, the Fifth 
Avenue Coach Company has contracted 
to buy the railway. Second, control 
of the Fifth Avenue Coach Company, 
which operates the Fifth Avenue bus 
system, has passed from a group of 
Chicago capitalists to a group of New 
Yorkers. Third, bondholders of the 
New York Railways have voiced opposi- 
tion to the plan advanced for the 
amortization of the bonded indebtedness 
of the railway under the plan advanced 
for the substitution of buses for parts 
of the railway system which it is 
deemed advantageous to supplant. 
Fourth, the railway made a bid to op- 
erate buses on a 5-cent zone basis. The 
third of these developments is the out- 
growth of the others. 

Announcement of agreement to pur- 
chase the control of the New York 
Railways Corporation by the Fifth Ave- 
nue Coach Company was made on May 
23 by Hugh J. Sheeran, president of 
the former company. In his statement 
Mr. Sheeran repeated the willingness 
of the surface car company to surrender 
the perpetual franchises to some of its 
lines for a bus franchise and to tear up 
its tracks on certain streets and ave- 
nues and to substitute buses. 

It appears that on May 19 the board 
of directors of the Fifth Avenue Coach 
Company, subject to the approval of 
the Transit Commission, ratified. the 
agreement for the purchase of the com- 
mon stock of the New York Railways. 
This marked the first important step 
in a new policy due to the passing of 
control of the Fifth Avenue Company 
from the Chicago group, which acquired 


it nearly two years ago, to various New 
York men. 

These interests are represented, 
among others, by David A. Schulte, 
W. A. Harriman & Company, J. & W. 
Seligman, Grayson M.-P. Murphy, 
Charles H. Sabin of the Guaranty Trust 
Company, Elmer Schlesinger of Chad- 
bourne, Stanchfield & Levy, Harry 
Bronner and John A. Ritchie, president 
of the Yellow Truck & Coach Manufac- 
turing Company. These interests are 
now in control of the Omnibus Corpo- 
ration, which owns the New York 
Transportation Company, which in turn 
owns all the stock of the Fifth Avenue 
Coach Company. i 

Mr. Sheeran says that if the Transit 
Commission shall approve of the pro- 
posed purchase the initial step will have 
been completed in a plan which con- 
templates complete and fully modern- 
ized motor coach service for the island 
of Manhattan. 

According to him, in developing such 
a plan, there are certain local problems 
peculiar to New York city which are 
both of a legal and an operating char- 
acter. As is well known the principal 


north and south streets of Manhattan — 


are for the most part already occupied 
by street car tracks which were laid 
and are now operated under the terms. 
of perpetual franchises. So Mr. 
Sheeran points out no comprehensive 
bus system can be operated which does 
not involve the use of streets where 
railways are now operating. 

The New York Railways has such 
franchises on Broadway, Sixth Avenue, 
Seventh Avenue, Columbus Avenue,. 
Lexington Avenue and Lenox Avenue, 
as well as on Spring Street, Eighth 
Street, Fourteenth Street, 23d Street, 
34th Street, 116th Street and other 
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streets. It, therefore, has franchises 
for street car operation on thorough- 
fares which would be indispensable to 
any comprehensive motor coach system. 

Mr. Sheeran said: 

The New York Railways, by reason of 
its existing franchise rights, is in a pecu- 
liarly favorable position to co-operate with 
the city in extending and improving the 
city’s motor coach service. It can promptly 
install an efficient service, operated by a 
thoroughly trained and expert transporta- 
tion management and personnel. Its offi- 
cial and executive staff are expected to 
remain as at present. 

Since it is already equipped with build- 
ings suitable for garage purposes, shops, 
etc., it will be in a position, because of the 
additional facilities at its disposal, to fur- 
nish the service in the shortest time pos- 
sible, much of it at once and all of it within 
a period of, say, 120 days after getting a 
legal franchise. ‘This applies to the lines 
laid out by the city authorities for Man- 
hattan and for which the Manhattan Sur- 
- face Coach Company has filed the neces- 
sary application. 

In all of ‘these proposed operations 
of the Manhattan Surface Coach Com- 
pany the plan contemplates an arrange- 
ment by which the company will have 
the benefit of the experience and. knowl- 
edge of the Fifth Avenue Coach Com- 
pany and will receive active co-opera- 
tion of the management of that com- 
pany, which already has large manu- 
facturing and maintenance shops in 
the city. ~ 

|The plan of the Manhattan Surface 
Coach Company provides for a tempo- 
rary service at once in the important 
territory of Manhattan lying west of 
Madison Avenue by making provision 
that until motor coach service can be 
operated in that section of the. city, the 
motor coach lines of the Manhattan 
Surface Coach Company will transfer 
passengers to Sixth Avenue, Seventh 
Avenue or Broadway street car lines. 

The company is prepared also, in the 
event the city authorities so desire, to 
enter into an agreement involving the 
substitution of motor coach operation 
for railway operation on Sixth and Sev- 
enth Avenues. In other words, as Mr. 
Sheeran has expressed it, “whatever 
plan would seem to the city authorities 
to be in the. public interest, the New 
York Railways is prepared to co-oper- 
ate in bringing it about.” 

As an evidence of the willingness on 
its part the company says it is ready 
at once to substitute motor coaches for 
street cars not only on Sixth and Sev- 
enth Avenues, but also on Columbus 
Avenue and on the Highth and 116th 
Streets crosstown lines. Not only that, 
but Mr. Sheeran says that “if it be the 
desire of the city that all of the street 
ear tracks in the New York Railways 
_ System shall be removed and the com- 
pany be given the right to operate 
motor buses on these thoroughfares the 
New York Railways is ready to enter 
into negotiations to bring this about.” 

As the sponsors of the plan see it, 
the proposal provides for the inaugura- 
tion of a comprehensive motor coach 


system without incurring vexatious and_ 


prolonged litigation which would neces- 
sarily arise were any attempt to be 
made to set up an omnibus service on 
the same streets where street car lines 
are now operating under conditions 
which do not give the owners of such 
property a fair return on their invest- 
ment. According to them the plan 
would also mean the setting up of a 
complete and comprehensive system 
which the city could take over for mu- 
nicipal ownership and operation, if such 
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a policy were at some future time de- 
termined to be wise. 

Hardly had the ink dried on the 
papers that contained this statement 
than bondholders arose to ask, in effect, 
“What about us?” A spokesman for 
the Broadway & Seventh Avenue bond- 
holders said that the proposal to sub- 
stitute buses for street cars on Seventh 
Avenue had not been approved by these 
bondholders and that they were pre- 
pared to fight any such step. He as- 
serted that bondholders’ committees 
would be formed if they were not as- 
sured that what they considered their 
rights would be protected. The objec- 
tion of the bondholders to the substitu- 
tion of buses for street cars on Seventh 
Avenue is based on the belief that the 
motor vehicles would not prove as 
profitable on this thoroughfare as do 
street cars. They hold that for this 
reason it would be unwise to relinquish 
perpetual franchises in return for short- 
term bus franchises. There is a minor- 
ity stock interest in the Broadway & 
Seventh Avenue Railroad which the 
bondholders claim will support them in 
opposition to the plan. The Broadway 
& Seventh Avenue bondholders also 
believe they will win support from 
Bleecker Street and Fulton Ferry 4 per 
cent bondholders and minority stock- 
holders, Twenty-third Street Railway 
5 per cent bondholders and minority 
stockholders and Thirty-fourth Street 
Railway 5 per cent bondholders. These 
properties in the New York Railways 
system have never defaulted on bond 
interest. — 


COUNSEL PROMISES CONSIDERATION 
FOR BONDHOLDERS 


To this expression of concern Elmer 
Schlesinger, of counsel for the Fifth 
Avenue Coach Company, said that the 
matter of caring for bondholders has 
seemed a question so much of the future 
that “we have not given it much con- 
sideration.” He said: 

I have not even looked into the terms of 
the mortgage on which the Broadway & 
Seventh Avenue Railway bonds were issued. 
We intend, of course, to meet all legitimate 
claims of bondholders. 

‘In previous plans for the substitution of 
buses for street car lines it was proposed 
to determine the actual value of the rail- 
way property and then to amortize bond- 
holders’ claims through payments extend- 
ing over the suggested period of the bus 
franchises, which was for twenty-five years. 
This plan provided a means. of discharging 
bond obligations without the need of a 
large initial cash payment. 

Abandonment of street car lines under 
the plan of the New York Railways Cor- 
poration would not take place immediately, 
even if the plan were to meet with official 
approval. If and when the time comes for 
satisfying the claims of bondholders they 
would likely be met on the basis of a fair 
valuation of the property involved rather 
than on the face value of the bonds. 

As an alternative to its plan for bus 
and surface car operation the New York 
Railways has made a bid for operation 
of buses in Manhattan on a 5-cent fare, 
zone system basis, similar to one made 
by the Third Avenue Railway through 
its subsidiary. 

The new proposal was disclosed by 
Mr. Schlesinger, who made the an- 
nouncement in commenting on plans to 
block dismantling of surface lines out- 
lined by a spokesman for Broadway & 
Seventh Avenue Railway bondholders. 

As outlined by Mr. Schlesinger, the 
reasons for the submission of the 5-cent 
zone plan bid were substantially those 
described by S. W. Huff, president of 


the Surface Transportation Company. 
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Both interests feel that a unified bus 
and street-car system operated on a 
10-cent fare basis is most suitable for 
the needs of New York City, but that 
the zone system provides a method of 
establishing a 5-cent fare should this 
be considered indispensable. 

Former Mayor John F. Hylan de- 
clared that it looked as though the ma- 
chinery had been oiled to put over one 
part of the deal of which. he talked 
during his last campaign. He also 
criticised Governor Smith for signing 
a bill to permit a bus company to buy 
the stock of a surface line company, 
and former Comptroller Charles L. 
Craig for activity in the transit situa- 
tion. : : 

Mayor Walker, in commenting upon 
his predecessor’s statement, said: 


We are not trying to please one indi- 
vidual. The effort of this administration is 
to satisfy six and a half million people 
with proper transportation. Especially we 
are not trying to satisfy an individual who 
with eight years of opportunity did nothing. 


As indicated previously, the New 
York Railways system now has approxi- 
mately 74 miles of single track. The 
company carried 148,105,561 passengers 
last year. It has $37,432,472 in bonds 
outstanding and 184,830 shares of pre- 
ferred and 90,200 shares of common 
stock. 


Richmond Franchise Up to Mayor 


The blanket traction franchise for the 
operation of the Virginia Electric & 
Power Company, Richmond, Va., is now 
up to Mayor J. Fulmer Bright. The 
Board of Aldermen, after brief discus- 
sion and explanations by Alderman 
Ordway Puller, chairman of the streets 
committee of the City Council, on May 
25 adopted the paper without amend- 
ments. Alderman Joseph C. Nunnally 
sought to amend the section relating to 
an underground system for Broad 
Street, and Alderman Charles W. Moss 
desired to amend so that the traction 
company would be required to pave all 
streets from which tracks may be re- 
moved. Both amendments were lost, 
and then the paper was concurred in 
with but one dissenting vote, that of 
Alderman Nunnally. 

The franchise provides for a 7-cent 
fare; the company to pave and repair 
between tracks and 2 ft. on either side; 
the company to pay 5 per cent of gross 
revenue as tax for the first year, this 
sum to diminish annually for ten years 
until it reached the low point of 3: per 
cent, to remain at that figure during 
the life of the franchise; the present 
owners to sell to the successful bidder 
for the franchise at a valuation of ap- 
proximately $9,500,000; the city to take 
over, within a period of five years, the 
various viaducts free of cost; the elimi- 
nation of duplicate lines, and extension 
of others, the extension of the Seventh 
Street tracks from Clay to Leigh 
Streets (one block), for possible exten- 
sion of the interurban (Richmond and 
Petersburg) line to Seventh and Leigh 
Streets, as the terminal. 

The concurrence in the paper by the 
Board of Aldermen, the Common Coun- 
cil previously having adopted the ordi- 
nance, is the culmination of long-drawn- 
out discussion. The franchise as finally 
agreed upon is considered by all con- 
cerned as a compromise. The streets 
committee conceded certain points and 
the traction company conceded many. 
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The result, it was shown, received the 
approval of every member of Common 
Council and eight members of the Board 
of Aldermen. 

June 2 has been set as the date for 
consideration by the streets committee 
of the City Council of the new bus 
ordinance, under which the Virginia 
Electric & Power Company will operate 
its fleet of automobile passenger buses. 
General provisions of the measure have 
been agreed to, it is understood, and it 
is hoped to have it operative within 
a short time. The bus service will be 
operated in co-ordination with the elec- 
tric car routes. 


Traction Discussion Renewed 
in Chicago 


Service at cost in the high point of 
the present deliberations of the com- 
mittee on local transportation of the 
City Council of Chicago with regard to 
the drafting of a new traction and sub- 
way ordinance. 

Believing that the scheme would en- 
courage economic management of the 
surface and elevated lines, tentative 
approval has been given to a plan 
brought forward by Corporation Coun- 
sel Busch which would reduce the rate 
of return whenever fares are increased 
and increase the return when fares are 
decreased. In order to determine the 
cost of service, 2 per cent of the valua- 
tion of the surface lines properties, or 
approximately $3,200,000, would be set 
aside with the initiation of the plan. 
This fund, called a “barometer”. or 
stabilization fund, would take care of 
all operating deficits. Should the fund 
fall below 1 per cent of the valuation, 
fares would be increased 1 cent auto- 
matically. Likewise, if the fund should 
reach 3 per cent of the valuation, fares 
would be automatically cut 1 cent. 

The committee is definitely agreed 
that before new franchises can be 
granted to the surface and elevated 
lines, unification of service must be 
brought about. Because of the vary- 
ing maturity of the outstanding trac- 
tion securities, however, consolidation 
of ownership will not be demanded. 

Before the committee adjourned on 
May 25 to await the appearance of rep- 
resentatives of the companies, approval 
was given to the recommendation of 
Major R. F. Kelker, the committee’s 
engineer, that the surface lines be per- 
mitted to reduce the height of their rails 
from 9 in. to 7 in. In return for this 
privilege, which Major Kelker declared 
would result in large savings in con- 
struction costs, the surface lines would 
be required to pave their rights-of-way 
a width of 18 ft. instead of 16 ft. In 
addition, the committee concluded that 
eight-tenths of 1 per cent of the gross 
revenue of the companies should be set 
aside for payment into the amortiza- 
tion fund. 

To control the operation of the trac- 
tion lines under the projected ordinance, 
the committee has also indorsed the 
formation of a committee of five mem- 
bers, each of whom shall be appointed 
by the Mayor for a term of five years. 
Qualifications for membership, it was 
decided, shall provide only that the ap- 
pointees be persons of business ability 
and public spirit and in no way con- 
nected with the traction companies. 
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General Strike Failed to Halt Service 
in Great Britain 


Independent Bus Operators and Volunteer Railway Workers Provided 
Transportation Facilities Sufficient to Prevent Tie-Up 
During Recent Industrial Conflict 


Independent Buses Operating in London During the Strike Were Overcrowded by 
Non-Striking Employees Anxious to Get to Work 


RANSPORTATION service 
throughout Great Britain was much 
impaired during the general strike, 
May 4 to May 11, but it never was 
completely halted. In London particu- 
larly, and to a lesser extent in other 
cities, the facilities provided by the 
independent bus operators were an im- 
portant asset to the public in the first 
days of the strike.. Volunteer drivers 
were quickly secured by the established 
bus undertakings, however, and exten- 
sive operations resumed before many 
days elapsed. Similarly, volunteer 
workers were instrumental in restoring 
service on the rapid transit lines and 
on the electric and steam railroads. 
Tramway service was hard hit, but the 
return of many trainmen eventually 
permitted the resumption of a consider- 
able part of the service. 
In the past there had been much talk 
about a general strike in England, but 


the call issued on May 4 by the execu- 
tive council of the Trades Union Con- 
gress in support of the coal miners was 
the first actual attempt to carry out the 
threat. Both rail and road transport 
personnel were seriously affected. Other 
industries involved, besides that of coal 
mining, which was the underlying cause 
of the trouble, were iron and steel, 
building construction, printing, and to 
some extent engineering and electric 
power generation. The total number 
of workmen on strike was estimated be- 
tween 3,000,000 and 4,000,000. 

In fear that some such effort might 
be made, the government had prepared 
in advance and was ready with an or- 
ganization for the transportation of 
food supplies by rail and road. Pas- 
senger transportation services had not 
been so thoroughly arranged and were 
seriously disrupted at first. 

When transport stopped, the problem 


ie 
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of getting to and from work was much 
more serious in London for those not 
on strike than it was anywhere else in 
the country. This was because of the 
greater size of the city and the conse- 
quently greater distance between homes 
and places of employment. The main 
thoroughfares leading to the central 
business area were thronged morning 
and evening with hundreds of thou- 
sands of people going to and returning 
from work. The greatest number were 
on foot, but many had bicycles, and an 
astonishing number had motor ears. 
Never before had such multitudes of 
automobiles been seen in London streets. 
The large Chelsea power station of 
the Underground railways was shut 
down and the whole system became 
dead. In a few days, however, suffi- 
cient men were found to start up the 
station again, and limited services were 
running on several of the tube lines. 
The London tramway and bus services 
were completely closed except for the 
independent bus operators who con- 
tinued to run despite threats from 
strikers. The London General Omnibus 
Company got some buses on the street 
by the end of the week and some of the 
suburban tramway authorities began to 
run cars. Riots and sabotage were 
threatened when the London County 
Council attempted to operate its cars. 
By Monday, May 10, a week after the 
strike began, a marked improvement 
had occurred in the means of passenger 
transport in London. There was no 
general breakaway of strikers, but the 


Underground railway companies and the . 


London General Omnibus Company had 
been busy training volunteers to be 
drivers and conductors of trains and 
. buses, and others for the duties of oper- 
ating the Chelsea power station. In 
the last-mentioned work many engineer- 
ing college students were quickly able 
to render valuable assistance. There 
were several hundreds of L. G. O. buses 
on the streets and the number of inde- 
pendents had also increased over the 
previous week. : 
Many special constables were re- 
cruited for whole-time work with pay, 
a large proportion of whom were em- 
ployed for the protection of tramcars 
and buses from interference by strikers. 
In many instances a policeman or spe- 
cial constable sat beside the driver, but 
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A Group of Cheerful Volunteer Bus Operators Recruited by the 
London General Omnibus Company 


cases of malicious interference were not 
numerous. The underground railways 
returned to something like normal serv- 
ices for a large part of the day. The 
London County Council Tramways, how- 
ever, showed little signs of revival, as 
earlier attempts to bring out the cars 
had resulted in broken windows. Con- 
siderable rioting took place at Glasgow, 
Hull and some other industrial centers. 
In all districts where prosecutions took 
place for interfering with traffic or 
rioting the magistrates inflicted severe 
sentences of imprisonment. 

The suburban electrified lines of the 
large steam railroads also got to work 
and, so far as electric railways and 
buses were concerned, the London trav- 
elers’ troubles were sensibly diminished. 
Elsewhere tramway and bus service be- 
gan gradually to be restored. 

On Tuesday, May 11, bus service in 
London was still further increased. The 
London General Company for the time 
being dropped graded fares and dis- 
played on its buses the notice ‘Fare 3d. 
for any distance.” The County Council 
tramway system remained dead, but in 
the provincial cities many tramway and 
bus employees returned to work. Nor- 
mal services were practically restored 
in Portsmouth, Bristol, Newport, Car- 
diff and other towns, largely on account 
of the return of men, but to some extent 


also through the agency of volunteers. 
In various towns warnings were issued 
to tramway employees that if they did 
not return to duty by an early date they 
would be discharged. Of even more 
importance in inducing the men to re- 
turn, however, was an official announce- 
ment signed by the Prime Minister 
declaring that every man who did his 
duty by the country and remained at 
work or returned to work during the 
crisis would be protected by the govern- 
ment from loss of trade union benefits, 
superannuation allowances, or pensions. 
The government would take whatever 
steps were necessary, it was said, 
whether Parliamentary or otherwise, to 
accomplish this purpose. 

On May 12 the strike was called off 
by the Trades Union Council and two 
days later terms were arranged for the 
return to work of the employees of the 
London underground railways, the Lon- 
don tramways and the London General 
Omnibus Company and its associates. 
At first there were rumors that men 
were only to be taken back at reduced 
wages, but these proved without foun- 
dation. It was announced, however, 
that the employers made stipulations 
similar to those made by the steam 


_railway companies, that the men would 


be taken back as soon as traffic war- 
ranted and work could be found for 


More Motor Cars Were Seen in London Streets During the Strike 


than Ever Before. 


This Shows Victoria Embankment 
Looking from Waterloo Bridge at 10:30 A.M. 


After a Few 


Days the London General Omnibus Company Was 
Able to Resume Partial Operation, 
of the Law Courts During the Morning Rush 


Traffic Passing in Front 
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them. It was also arranged that vol- 
unteers who had helped the services in 
their emergency would continue to be 
employed should they so desire. 

The electric railways, both under- 
ground and suburban, did not get back 
quite to full services at the week-end, 
but on the 15th something like normal 
traffic was restored. The London 
County Council tramways, resumed op- 
eration on some routes on the afternoon 
of-the 14th, and on the following day 
were coping with public demands. 

Elsewhere in England and in Scotland 
in a number of large towns where a 
certain proportion of tramecars and 
buses had been running during the 
strike communications were rapidly im- 
proving. In other places there were 
local disputes as to terms of reinstate- 
ment, and a condition that only non- 
union men would be employed was 
spoken of. Everywhere, however, 
there was every prospect of normal 
work being speedily resumed. 

During the strike the order issued 
some time ago under the London traffic 
act reducing the number of bus trips on 
certain routes was not enforced. Al- 
though intimidated by the strikers, the 
so-called pirate buses continued run- 
ning, and thereby earned the gratitude 
of the public. It is thought that this 
may stand them in good stead when 
the restriction question comes up again. 


Enabling Act Passed in 
Massachusetts 


Governor Alvin Fuller of Massachu- 
setts on May 26 signed the bill which 
will enable the New York, New Haven 
& Hartford Railroad to acquire and 
hold the securities and properties of the 
New England Investment & Securities 
Company, the Springfield Railways, the 
Springfield Street Railway, and the 
Worcester Consolidated Street Railway. 
The amendment proposed by the Gov- 
ernor when he returned the bill to the 
Legislature was compromised and re- 
written to provide that the act to be- 
come effective must be accepted by 
three-quarters of the cities served by 
the railway companies. The municipal- 
ities on the lines number 49. 


Need for Changes in Louisville 
Grant Stated 


The Louisville Railway, Louisville, 
Ky., published a page advertisement on 
May 22 in the Louisville Herald-Post, 
carrying a letter signed by President J. 
P. Barnes, addressed to Mayor A. A. 
Will. Mr. Barnes said the ad would be 
followed by a series of six letters 
which will be published in the news- 
papers, starting on May 24. He said: 


You are already familiar with our situ- 
ation regarding extensions to the transpor- 
tation system of Louisville. A very con- 
siderable pressure has been brought upon 
us in many directions to make extensions, 
and we find ourselves unable to do _ so, 
because the investors in public utility 
securities are unwilling to advance money 
to the Louisville Railway for extensions, so 
long as the restrictive provisions of the 
present ordinance obtain. 

_ Specifically, what the investor requires 
is a security equivalent to that which he 
finds in the offers of companies under fed- 
eral regulation, or under the regulation of 
the 43 states which have public utilitv 
laws. All of these jurisdictions base rates 
for public utility services on a reasonable 
return on a fair value of the property de- 
voted to the public use. This basis guards 
as effectively as anything can against the 


emergency conditions which might arise in 
an economic crisis like the one accompany- 
ing the World War, and to this extent the 
investor is in a position to demand, and he 
does demand, protection for his investment 
in public utility securities. ? 
We feel that the modification of the rail- 
way company’s ordinance in this sense 
would be of enormous benefit to the system 
in permitting us to command funds for 
needed extensions, and that the_ control 
over rates of fare which could and should 
be retained by the city, subject only to a 
reasonable return rule, would amply _ pro- 
tect the public against extortionate fares. 
There is no present necessity for an in- 
crease in fare, nor do we see a prospect of 


such necessity. It is merely the unfore- 
seen against which the investor demands 
protection. 

We feel that the retarding of the city’s 
growth through our inability to make trans- 
portation extensions is’ very considerable 
and of very great importance, and have 
therefore prepared a series of six letters, 
which will be published in the newspapers 
commencing next Monday. We have tried 
to state the situation concisely, correctly 
and convincingly. 

We feel this matter to be charged with 
a public interest and concern so grave that 
we are making this preliminary letter to 
you open so that the public may not be 
uninformed as to any step of our program. 


Strike in Akron Called Off 


Former Employees Sue for Peace—Accept Individual Contracts and 
Return Under Old Working Conditions—Buses Com- 


mended—More 


ARS are again running as usual on 

the city, suburban and interurban 
lines of the Northern Ohio Power & 
Light Company, Akron. The strike is 
over. It was called off on Saturday 
afternoon, May 22, at the suggestion of 
Amalgamated officials, and complete 
service was resumed Sunday, May 23. 

The strikers who were acceptable to 
the company were taken back as indi- 
viduals. They signed individual con- 
tracts and accepted seniority rights be- 
hind the men working Saturday, May 
22, at the same pay and under the same 
working conditions that existed May 1, 
the date the strike was called. 

When the strike was called off the 
company had established complete city 
service in Akron and Canton and inter- 
urban service between Akron and Mas- 
sillon. Many men had also been em- 
ployed for use on the Akron-Cleveland 
division and the Akron-Warren-Alliance 
lines commencing on May 24. 

The strike was called off following 
a request on May 21 from W. K. Jones, 
an old employee, that the company state 
the terms upon which the striking em- 
ployees acceptable to the company 
would be taken back. Jones was sup- 
plied with the information and then 
suggested a vote on the proposition. 
The vote showed a majority in favor of 
ending the strike and accepting the 
terms laid down by the company. Many 
new men have been hired since May 1, 
so the company is unable to use all of 
the former employees who are accept- 
able: They are re-employed on a basis 
of their past record. 

As an aftermath of the strike four 
strikers are to be prosecuted on a fed- 
eral charge of attempting to block 
United States mail. The men at- 
tempted to stop a Canton-Akron train 
carrying mail Thursday, May 20, near 
North Canton. Three other strikers 
are being sought on dynamite charges. 
All prosecutions will be pushed to the 
limit. 

When the strike was ordered on 
May 2 by Edward McMorrow, vice- 
president of the Amalgamated Asso- 
ciation, the organization “went to bat” 
against the most powerful bus system 
ever gathered together in a city of 
200,000 and against public sentiment, as 
well as one-third of the Akron city em- 
ployees who were not members of the 
union. 

In five days Akron city service had 
been increased from the skeleton sys- 
tem in operation Sunday, May 2, to 


Car Lines to Go 


normal. The company then turned its 
attention to Canton, and in four days 
more had restored practical normal 
service there despite the laxity of co- 
operation on the part of the police de- 
partment. 

Tuesday of last week interurban serv- 
ice began to be restored and the climax 
of the strike followed shortly, with a 
-series of dynamitings, minor riots in 
Canton and lesser disorders in Massil- 
lon, where no attempt was made by the 
police to protect trainmen who were 
working. The company went into the 
federal court Thursday and began in- 
junction proceedings against the Amal- 
gamated Association, its officers and 
members. Then came the arrest of the 
rioters. 

All attempts toward mediation were 
rejected by the company. This stand 
met with general public approval. 
Hugh D. Friel, representing the Depart- 
ment of Labor, and Herman R. Witter 
of the State Industrial Department were 
the most active in the work of trying 
to effect a reconciliation. One Con- 
gressman tried his best to bring about 
a conference, as did four ministers and 
two city Mayors. All failed and the 
company sat tight in its determination 
not to deal with the union or union 
representatives. It remained for an 
employee long in the service of the com- 
pany to secure the best terms. 

The aces of the Amalgamated official 
board were called to Akron during the 
strike. Edward McMorrow, veteran 
strike leader, was the first on the 
ground. Then came Albert Jones, an- 
other experienced vice-president, 
lastly came Patrick J. O’Brien, also a 
vice-president of the Amalgamated. 


and 
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Public sentiment was so strongly in fa- — 


vor of the company in its determination 
to break union domination that none of 
these men could get a foothold. They 
were rebuffed at every turn. Prominent 
residents of Akron and Canton ealled 
company officials on the telephone and 
wrote letters urging the company not to 
compromise with the union. ‘We have 
suffered enough from strikes in the 
past; end this one right,” was the 
public stand. In Akron city and 
Summity County the authorities pre- 
served order from the first day. No 
crowds were permitted to congregate in 
the street and an attempted parade of 
union men and women was blocked. 
The people served by the city lines 
of the company have suffered great in- 
convenience from strikes during the 
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last twelve years. Always the Amal- 
gamated Association, through public 
aid, has forced a satisfactory union 
compromise. This time the union found 
a different public attitude, with the 
result that the union is today a wreck. 

‘The strike has shown the company 
that a more satisfactory transportation 
service can be given along certain car 
lines with buses. It is, therefore, pos- 
sible that the Bowery, North Howard 
and Grant Street car lines will soon be 
discontinued. It is probable, too, that 
the Massillon City system will soon give 
way toa bus system. The company has 
not been hurt materially by the strike. 
Little damage was done to equipment, 
while bus revenue has almost kept up to 
the car revenue. The strike expense 
was small and the general feeling is 
that so far as value is concerned the 
result far exceeds the cost. 

No strike breakers were employed. 
Practically all men who operated cars 
were either regular employees or men 
who resided in Canton or Akron. A 
few experienced men who of their own 
accord came to the property from other 
cities were employed. ‘ 


Wage Negotiations Under Way 
in Boston 


Negotiations are in progress over a 
new wage agreement between the 
Boston Elevated Railway, Boston, Mass., 
' and the union. The old agreement ex- 
pires on July 1. The conferences are 
being held at the general offices of the 
‘company. John H. Reardon, general 
representative of the Amalgamated 
Association, is assisting the carmen’s 
committee and Edward Dana, general 
manager of the Boston Elevated, is 
sitting with the Elevated board of 
trustees in these negotiations. They 
have not proceeded far enough to 
authorize the publication of any of the 
terms they are discussing. 


Present Scale Accepted 
in New York State 


Employees of the New York State 
Railways in Rochester, Syracuse and 
Utica, voting May 24, decided by an 
overwhelming margin to accept. the 
company’s proposal to renew the pres- 
ent wage and working agreement. At 
a previous poll the proposition was 
rejected by about 250 votes. 

Following rejection bargaining was 
resumed between the workers’ repre- 
sentatives and company officials, which 
resulted in favor of renewal by more 
than 500 ballots. The 1925 contract 
expired May 1. The wage scale is to be 
renewed for another year. 

Union officials had sought an increase 
of 10 cents an hour. 

Rochester employees were especially 
insistent on the wage boost, mainly be- 
cause of the fact that the company on 
Jan. 1 was granted a 1-cent fare in- 
crease in that city. Applications for 
an increase form 7 to 10 cents in Utica 
and Syracuse are pending before the 
Public Service Commission. 

President Hamilton maintained that 
the railway’s revenues did not permit of 
any wage increase, pointing out that 
any additional revenues derived from 
fare increases were offset by costs of the 
improvement program. 


Offers Amendments to 
Milner Plan 


Agreement With Prof. Riggs and Engi- 
neers Gives Control to Community 
Traction—Ordinance May Be 
Submitted 


A supplementary report furnished to 
the city of Toledo by Prof. Henry E. 
Riggs of the University of Michigan 
outlining points of agreement between 
himself and engineers’ representing 
Henry L. Doherty & Company, New 
York, provides a basis for amendments 
to the Milner franchise ordinance which 
may be submitted to the people of 
Toledo at the August primaries or at a 
later special election. The agreement 
will be drafted into the form of an 
ordinance by city legal authorities. 

The Community Traction Company is 
given a monopoly of street railway and 
bus transportation within the city 
limits. Definite plans are made for the 
scrapping of some traction lines, recon- 
struction of others, extension of sev- 
eral lines through feeder buses, the 
operation of fifteen bus lines eventually, 
and the complete rehabilitation of the 
company property. 

It is recommended that the board of 
street railway control be given full 
authority over transit affairs and that 
the fares be automatically regulated by 
retention of the stabilizing fund. It is 
proposed to retain the present fare 
basis of 10 cents cash, three tickets for 
25 cents and 1-cent transfer charge. 

It is estimated that $2,860,120 would 
be required for the rehabilitation and 
new construction program over a five- 
year period. The engineers apportioned 
$1,323,748 for track work and $1,051,361 
for equipment. In this latter item is 
$880,000 for 110 new buses to be ac- 
quired if possible on a rental basis, 
thereby requiring a minimum of actual 
capital outlay. The company would be 
relieved of all paving charges, and even 
the city would undertake to bear the 
cost of foundation work under tracks. 
The rehabilitation program would be 
worked out in connection with city re- 
paving. 

A concession in the power rate which 
would yield estimated savings of $20,- 
000 annually has also been agreed upon 
by engineers. A correction for the 
price of coal would also be effected. 

The report does not cover any change 
in capital value of the company, but 
suggests suspension of the sinking fund 
charges which have weighed heavily 
upon the company in the last five years. 
In its place a depreciation reserve would 
be set up equal to 4 per cent of the 
capital value each year, and when the 
credit balance was equal to 8 per cent 
of the capital value a return would be 
made to the usual sinking fund pay- 
ments or 1% per cent annually after 20 
per cent of the capital has been retired 
by the sinking fund. 

The engineers have estimated that 
with increase in population, decline in 
riding habit, added cost of operating 
the larger system and offsetting econ- 
omies there would be an increase in 
net revenues of about $100,000 a year 
under the rehabilitated system. In the 
economies counted on there is $250,000 
to be saved from eliminating bus com- 
petition, $150,000 from the extension of 


one-man cars, $20,000 from decreased 
power costs and other savings to bring 
a total of about $568,000 a year. 

The entire report will be laid before 
the railroad committee of City Council 
by Mayor Fred J. Mery so that some 
concrete action may be taken at the 
next session of the Council. 


Local Regulation in Illinois 
Nullified 


Complete control of all utility opera- 
tions and practices in the state of 
Illinois will henceforth rest in the hands 
of the State Commerce Commission, by 
virtue of a general order issued on May 
21, in which official cognizance is taken 
of two recent decisions of the Illinois 
Supreme Court nullifying all city and 
village ordinances relating to the opera- 
tion of public utilities within corporate 
limits. 

In both decisions the state tribunal 
ruled the Illinois utility act repealed by 
implication certain police powers con- 
ferred on municipalities by the cities 
and villages act of the state of Illinois 
“for the protection, comfort and safety 
of the public and the regulation of the 
operation and practices of public util- 
ities in relation thereto.” 

One of the decisions was a crossing 
protection case. In the other, the court 
ruled that the candlepower of street car 
headlights was purely a matter for the’ 
commission to decide and entirely out 
of the jurisdiction of the city. 

Heretofore, the commission has left 
to the municipalities the regulation of 
utility operations, such as speed of 
cars, hours of service, etc., but it ap- 
pears from the decision of the court 
that the commission must assume com- 


plete control of utility operation 
whether inside or outside cities or 
villages. 


Federal Court Permanently 
Restrains Five-Cent Fare Order 


A permanent injunction which per- 
petually restrains the Illinois Commerce 
Commission and the city of Chicago 
from enforcing the commission’s orders 
for 5- and 6-cent fares on the Chicago 
Railways was éntered in the Federal 
District Court at Chicago on May 19. 

Making permanent the temporary in- 
junction issued in 1922 enjoining the 
5-eent fare and later the 6-cent fares 
which the commission attempted to in- 
troduce, the decree upholds the findings 
of Master in Chancery C. B. Morrison 
that these rates are confiscatory and 
the orders, therefore, unenforcable. 
The 7-cent fare which was declared the 
only legal rate will remain effective for 
the time being. 

Thousands of street car passengers 
who have been holding transfers in the 
hope of obtaining a rebate were inci- 
dentally notified that they might throw 
them away without incurring any loss. 

Had the court sustained the commis- 
sion’s orders, the Chicago Railways 
would have sought relief from the bur- 
den of paving and street cleaning costs. 
and from paying the city 55 per cent 
of net earnings as prescribed by the 
present franchise ordinance. 


<—_o™ 


944 ELECTRIC RAILWAY JOURNAL 


Connecticut Men Accept 
Two-Cent Increase 


The wage troubles of the railway and 
bus employees of the Connecticut Com- 
pany, New Haven, Conn., were finally 
settled for another year by the em- 
ployees accepting a compromise sug- 
gestion offered by the company for an 
advance of 2 cents an hour in wages. 
This makes the rate 62 cents an hour 
for two-man car operators and 67 cents 
an hour for the operators of one-man 
cars. The proposal of an increase was 
accepted by the men on all divisions 
except the Hartford Division. The in- 
crease will become effective June 1. In 
granting it the company also grants 
an eight-hour working day within a 
period of eleven hours. 

On May 10 the employees petitioned 
the company for an increase of 15 cents 
an hour and the company in turn re- 
plied to the demands of the workers and 
offered an increase of 2 cents an hour. 
The matter was taken up by the union 
and it was decided to submit the offer 
of the company to the workers them- 
selves to settle it by vote. 


Contracts for Toledo Interurban 
Not Yet Renewed 


Contracts under which the interurban 
lines use the tracks of the Community 
Traction Company, Toledo, Ohio, ex- 
pired on May 1 and as yet no confer- 
ences have been held regarding renewal 
of the agreements. Commissioner EF. L. 
Graumlich has called attention of com- 
pany officials to the necessity of in- 
ereasing the rentals to reimburse the 
company for delays and heavy mainte- 
nance costs in the downtown district. 

During the last few weeks a new 
traffic control system has been studied 
for use in the downtown district to 
facilitate the movement of both street 
cars and automobiles. The new leasing 
contract may be held up pending the 
solution of this problem. Moreover, 
there is a possibility that a shorter loop 
for the interurban lines will be ar- 
ranged. At the instance of the Toledo 
Automobile Club the city officials are 
making a survey to determine what 
effect stopping of interurbans at the 
city limits would have on elimination 
of congestion of traffic on downtown 
streets. * 


Franchise Talk Renewed 
in St. Louis 


Except for the settlement of two 
points at issue city officials of St. Louis, 
Mo., and officers of the St. Louis Pub- 
lic Service Company, St. Louis, Mo., are 
agreed on the terms of the service-at- 
eost franchise under which the new 
company will operate when it takes 
over the property of the United Rail- 
ways after foreclosure. 

The chief point at issue is the mill 
tax levied against fares. The United 
Railways isin arrears $3,000,000 on this 
tax. It has not been decided how this 
sum shall be paid off and whether the 
city shall continue to collect the tax. The 
reorganization committee has admitted 
the outstanding obligation to the city, 
but desires to pay off the debt over a 
period of years. 

The new company would eliminate 
the tax as a burden on car riders— 


the class least able to pay any taxes— 
but the city pleads necessity, pointing 
out that it has reached the constitu- 
tional limit on direct taxes, $1.85 on 
each, $100 valuation. It needs the $600,- 
000 raised annually through the mill 
tax and prefers to let the car riders 
pay rather than impose other indirect 
taxes on the citizens. 

If the city insists that the tax con- 
tinue in effect company officials have 
suggested that it be paid only if a sum 
sufficient to do so remains in the treas- 
ury after the company has paid off 
every other obligation and paid itself 
a return on a fair valuation. 

The other point at issue is whether 
a clause in the new ordinance shall 
provide that should any part of the new 
franchise ordinance be declared illegal 
other clauses shall not be affected, and 
the franchise shall continue in full 
force and effect. 


Ten Cents in Salt Lake City 


An increase in cash fares to 10 cents, 
with three tokens for 25 cents, was 
allowed the Utah Light & Traction 
Company, Salt Lake City, Utah, in a 
decision of the Public Utilities Commis- 
sion rendered on May 19. In the same 
decision the commission denied the ap- 
plication of the company for permission 
to increase student commutation tickets 
from 50 for $2 to 40 for $2. The ruling 
also made permanent the weekly. pass 
of the company. Heretofore the use 
of the pass has been only a temporary 
arrangement. The commission ruled 
that the price of that pass should remain 
as now, $1.25 for one zone, $1.75 for 
two zones and $2.25 for three zones. 
Another part of the order stated that 
the railway was to sell books of thirteen 
commutation tickets for $1. The new 
tariff became effective on May 23. 

In its application to the commission 
for permission to raise its rates the 
company asked for a 10-cent cash fare, 
three tokens for 25 cents, the increase 
on student tickets as stated, the elim- 
ination of books of commutation tickets 
and the keeping of the weekly pass at 
present prices. 

The commission in arriving at its 
decision declared that it was a well- 
established principle that fares should 
be commensurate with the cost of oper- 
ating a public utility, and paying a fair 
return to those who had risked their 
money to provide facilities for render- 
ing public utility service. The commis- 
sion held that car fares bear a direct 
relation to efficient service, “and effi- 
cient service, in the last analysis, means 
all the comfort and convenience to a 
ear rider that is generally desired.” 
The commission in its conclusion stated 
that “under present conditions and cir- 
cumstances the new rates should prove 
sufficient to enable the applicant to pro- 
vide adequate and efficient street car 
service.” 

The hearing before the commission 
on the application lasted a week or 
more, and the case was then held open 
until April 30, on which date final argu- 
ments were heard. The commission 
ordered the suspension of the proposed 
rates until May 20, or such time as it 
should require to decide the case. Most 
of the objections were against the 
maximum fare and not against the 
idea of an increase. 
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Negotiations for New Franchise 
in-Kansas City Proposed 


Five points will dominate the nego- 
tiations for a new franchise for the 
Kansas City Public Service Company, 
the successor under foreclosure to the 
property of the Kansas City Railways. 
They are: 

Term of franchise. 

Service at cost. 

Inclusion of bus franchise in rail grant. 

Paving and street cleaning. 

Extensions. 

It has been made plain that the com- 
pany would not insist upon the pro- 
posed service-at-cost plan, but would 
present the plan in an effort to convince 
the city it was the modern and most 
satisfactory way of fixing fares. 

Elimination of the clauses in the 
present franchise requiring the com- 
pany to pave between the tracks and 
18 in. on each side of the tracks, and to 
pay for street cleaning on the rights 
of way will be asked by the company. 

A new 30-year franchise, instead of 
an amendment to the present franchise, 
is desirable, because it would aid in 
refinancing the company. 

Inclusion of the bus franchise will 


_be“asked*as a means of stabilizing the 


company and to aid in establishing the 
company on a sound basis. 


Present Wage Scale in 
Davenport Continued 


The Tri-City Railway, Davenport, 
Iowa; Moline and Rock Island, Ill., has 
signed contracts with its operators, con- 
tinuing the present scale until June 1, 
1927, and indefinitely thereafter until 
either party opens negotiations by 
giving 30 days notice. The scale grad- 
uates from 54% cents an hour for three 
months men, 56% cents for six months 
men and 583 cents thereafter. 

A few minor concessions were made 
in working terms. 


Car Line at Fort Dodge 
to Be Restored 


Residents of Fort Dodge, Iowa, have 
organized the Street Railway Operating 
Company and are making plans to oper- 
ate the one local car line in the city 
with equipment leased from the Fort 
Dodge, Des Moines & Southern Rail- 
road. The new company has filed 
articles of incorporation with the Re- 
corder of Webster County. It expects 
to be operating cars in the city within 
30 days. : 

Officers of the company are: Henry 
Schultz, president; Jay Pooler, vice- 
president; Harry Davidson, secretary 
and Mrs. Fred Dahleen, treasurer 
Directors are: William Hay, Fred Carl. 
son, Andrew Braso, George Leslie, A. E 
Newsum and the officers. 

Five hundred shares of stock at a par 
value of $10 will be sold to residents 
in the districts served by the line 
Backers of the move predicted that the 
stock would find a ready sale. 

The car line connects the busines: 
section of Fort Dodge with the twe 
railroad stations and runs out to Gyp 
sum City. It is about 4 miles long 
Service was discontinued on Nov. 14 
1925, by the Fort Dodge, Des Moines 
& Southern Railroad on the ground tha’ 
the line was losing money. 
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Paul Renshaw Gets Utility Prize 


Paul Renshaw, advertising manager 
of the Memphis Power & Light Com- 
pany and the Memphis Street Railway, 
Memphis, Tenn., was winner of the na- 
tional prize awarded for the best con- 


‘tribution on the subject of public rela- 


tions in the electric light industry at the 
Atlantic City meeting. 

The prize is a cash award of $250, 
donated by Martin J. Insull, president 
of the Middle West Utilities Company. 

Mr. Renshaw’s paper discussed the 
subject from the threefold phase of 
“why public relations are conducted,” 
*“how they may be successfully pro- 
moted,” and “results that may reason- 
ably be expected.” 

Each contestant in the competition 
was allowed the latitude of personal 
judgment in the manner of treatment, 
and the committee’s award was made 
on the basis of which article they con- 
sidered best in its treatment of the en- 
‘tire subject. 


Scranton Routes Being Studied 


Traffic engineers employed by the 
Fitkin interests of New York, which 
control the Scranton Railway, Scranton, 
Pa., and who are now engaged in a 
study of Mayor E. B. Jermyn’s pro- 
posal to reroute trolley cars in the 
central city, are expected to complete 
their report soon. The report is to in- 
clude a cost estimate. The Mayor’s 
scheme calls for the elimination of 
service by electric railway on Wash- 
ington ,and Wyoming Avenues and 
Linden and Spruce Streets. The tracks 
will not be removed, however, until the 
new trolley routing system has been 
thoroughly tried out 


Guess Traffic—Prize a Pass. — The 
Tacoma Railway & Power Company, 
Tacoma, Wash., is offering weekly 
passes as prizes to those who make 
accurate guesses of its weekly traffic. 
Only one guess is allowed to each per- 
son. A recent first prize was won by 
Mrs. Herman Shroeder. Her guess was 
447,000 and the actual number of rides 
was 447,263. 


Seeks Eight Cents in Hannibal.—An 
increase in railway fares from 6 cents 
to 8 cents is sought by the Hannibal 
Railway & Electric Company, Hannibal, 
Mo. In an application filed on May 15 
with the Public Service Commission the 
company declared that competition of 
“unregulated and unrestricted” bus 
lines had resulted in heavy financial 
loss to the company and threatened 
suspension of service. The Hannibal 
company charged a 5-cent fare until 
Feb. 1, 1924, when the fare was in- 
creased to 6 cents by the Public Service 
Commission. 

“Personal Touch” Successful in 
Evansville. — Gus Muhlhausen, vice- 
president of the Evansville Suburban 
& Newburgh Railway, Evansville, Ind., 
has found that the “personal touch” 
pays in the traction business. His in- 
terest in community development has 
resulted in traffic increases. He assists 
the Boonville Business Men’s Associa- 
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tion in staging an auction and bargain 
day in Boonville twice a month and on 
these days the Boonville traction. lines 
haul a large number of passengers 
into the town. Two of these auction 
and bargain days have already been 
held and they have proved very suc- 
cessful. 


Rates in Kansas City Extended.— 
The Public Service Commission on May 
15 issued an order extending the pres- 
ent rates of the Kansas City Railways, 
Kansas City, Mo., for six months from 
May 18. 


Temporary Increase Allowed.—The 
State Public Service Commission has 
granted the Wheeling Public Service 
Company, Wheeling, W. Va., a tempo- 
rary increase in rates between Wheeling 
and the “S” bridge at Elm Grove. The 
increase becomes effective on June 1. 
The new fare schedule authorizes a new 
zone, which will make the fare between 
Wheeling and Elm Grove 15 cents. The 
new zone extends from Wheeling 
proper to Glenwood, with a cash fare 
of 8 cents or ticket fare at 6 cents. 
The third zone will extend from Wheel- 
ing Park to the “S” bridge. 


Would Extend Freight Service.—The 
Oklahoma Railway, Oklahoma City, 
Okla., is planning to extend its freight 
service to Piedmont. The proposal in- 
cludes the building of a track between 
Piedmont and the El Reno line. It is 
estimated that the work will require 
about $90,000. It is because Piedmont 
is now without a rail connection with 
Oklahoma City that its citizens are de- 
sirous of obtaining the fast freight 
service. They have already obtained 
the approval of the Oklahoma City 
Chamber of Commerce. 


Increased Fare Sought.—The Phila- 
delphia Railways, connecting Philadel- 
phia, Eddystone and Chester and oper- 
ating under agreement the Essington 
Division of the Chester & Philadelphia 
Railway, has applied to the Public Serv- 
ice Commission for a new tariff which 
provides for a substantial increase in 
existing rates of fare. The present 
rate between Third and Jackson Streets, 
Philadelphia, and Hog Island Junction, 
at the west side of the Penrose Ferry 
Bridge, is 7 cents. Under the new 
schedule it will be 10 cents. Similarly 
the rate from Hog Island Junction to 
Bow Creek will be increased from 7 
cents to 10 cents. The Philadelphia 
Railways was incorporated under the 
laws of Pennsylvania in 1911, as suc- 
cessor to the Southwestern Street Rail- 
way, the property of which was sold 
under foreclosure on April 21, 1911. 
The property was taken over on Dec. 
10, 1918, by the Emergency Fleet Cor- 
poration, but on June 1, 1922, was re- 
turned to the company. 


Prefer Fifteen-Minute Schedule. — 


The trolley line between Worcester and- 


Leicester, Mass., is operating on a 
fifteen-minute schedule following a poll 
which was taken to determine the senti- 
ment of the Leicester and Cherry Val- 
ley commuters. The poll resulted in 
141 votes in favor of the fifteen-minute 
schedule, while three voted for the old 
hour schedule. Twelve riders signified 
they were indifferent. The voters were 
called upon to state their preference of 
“one through car” once an hour or the 
fifteen-minute schedule. A _ tabulator 
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was assigned to ride each through car 
and determine the sentiment. 


Summer Excursions Planned. — The 
Indiana Service Corporation, Fort 
Wayne, Ind., will again run excursions 
this summer to Niagara Falls, N. Y., 
and Toronto, Canada. This plan was 
announced by J. A. Greenland, general 
passenger and freight agent. These 
excursions are run over electric lines 
to Toledo, Ohio, and the rest of the 
trip is made by boat. 


Refuses Franchise Renewal. — The 
East St. Louis, Ill., City Council by a 
vote of three to two recently refused to 
renew the Third Street franchise of the 
Kast St. Louis Railway. A week prior 
to the vote the Council ordered the com- 
pany to take up its tracks on Third 
Street between Broadway and Missouri 
Avenue. The company claimed that the 
tracks on Third Street were necessary 
for the maintenance of good street car 
service in the city. The railway has 
appealed to the Illinois Commerce Com- 
mission. 


Will Extend Line if Workers Desire 
It.— Questionnaires are being circulated 
among employees of the larger River 
Road industries at Buffalo, N. Y., by 
the International Railway to determine 
the advisability of extending the com- 
pany’s traction service on this line. The 
plan was evolved by B. J. Yungbluth, - 
president of the International Railway, 
as a guide to the schedule department 
of the company. About 15,000 workers 
are employed in the large River Road 
industries north of the Buffalo city line. 
Increased night work in these mills 
makes an extension of the night service 
on the River Road traction line a neces- 
sity, but the company is anxious to de- 
termine how many workers would avail 
themselves of the company’s facilities 
and how many use motor cars to and 
from work. Already the company has 
improved its service on the line and ad- 
ditional service also is planned. 

Arbitration to Decide Wages in 
Peoria.—Representatives of the train- 
men, carhouse men and shop employees 
of the Illinois Power & Light Corpora- 
tion stationed at Peoria, Ill., have 
agreed with representatives of the com- 
pany on wage arbitration. Henry 
Mansfield will represent the employees 
and E. E. Soules the traction company. 
Both served on a similar board last 
year. The trainmen have asked a 10- 
cent increase over the present wage of 
55 cents, which is also paid to the bus 
operators. Shopmen are on a sliding 
scale. 

Commission Orders Traffic Control.— 
Full traffic control on the Oregon Elec- 
tric Line and the River Road at Island 
Station will be established, according to 
an order issued by the State Public 
Service Commission. Trains may pass 
this intersection at a speed of only 10 
miles and motor traffic must come to a 
complete stop. The Portland Electric 
Power Company must also construct at 
its own expense stop signals on each 
side of the track at this point, and shall 
also erect on each side of the ap- 
proaches of this crossing at a distance 
of 50 ft. therefrom stop posts of the 
usual standard with black and yellow 
stripes, equipped with red lights or 
similar reflective devices that offer a 
warning at night. 
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Developments 


Interstate Suit Over Until Fall 


So far as the United States Supreme 
Court is concerned that angle of the 
litigation between the Interstate Buses 
Corporation and the Holyoke Street 
Railway, Holyoke, Mass., already ap- 
pealed to it will remain in status quo 
over the summer holidays. The court 
on May 24 denied the motion of the 
Buses Corporation for an immediate re- 
straining order, but granted its motion 
to advance hearing of the case on its 
merits and fixed the date as Oct. 4. 

The Interstate Buses Corporation, 
a Connecticut corporation, operates, 
among others, a line of passenger 
buses between Hartford, Conn., and 
Greenfield, Mass. For a portion of this 
route its vehicles parallel the tracks of 
the Holyoke Street Railway. That 
company, charging unfair competition, 
sued the bus company in a Massachu- 
setts state court. Among other things 
it alleged illegal operation in that the 
bus corporation had not complied with 
the Massachusetts law of 1925 requir- 
ing that where intrastate business is 
done by a bus company it shall secure 
license and permit, failure to do so being 
termed a nuisance. The bus corpora- 
tion had this suit removed to the United 
State District Court. The president of 
the street railway company thereupon 
secured warrants against various 
drivers and other employees of the bus 
company and a number of them were 
fined in court. 

The federal district court granted an 
injunction to the railway company until 
the bus company complied with the 
state law and dismissed a_ cross-bill 
filed by the bus corporation seeking an 
injunction against arrest of its em- 
ployees. From dismissal of its cross- 
suit the bus company appealed direct 
to the Supreme Court, and it was on 
this that the rulings on the motions 
were made on May 24. The bus com- 
pany has appealed to the U. S. Cireuit 
Court of Appeals from the injunction 
against it, being unable to carry this 
case to the Supreme Court direct from 
the district court. 


I. C. C. to Inquire Into Bus 
Competition Pending Legislation 


An investigation of bus and motor 
truck operation by the railroads of the 
country and of bus and truck competi- 
tion with the railroads was ordered by 
the Interstate Commerce Commission 
on May 25. 

In ordering the investigation the 
commission said it appeared that the 
operation of buses and trucks by or in 
competition with the common carriers 
of the country was increasing and likely 
to increase further. Therefore it was 
concluded the commission should take 
cognizance of this form of transporta- 
tion and its effect on the railroads in 
traffic handled and in revenues or rates. 

Issuance of the order follows closely 
on the determination of the Senate in- 
terstate commerce committee to table 
for the present session the bill putting 


motor trucks and buses engaged in in- 
terstate traffic under the jurisdiction of 
the commission. 

The idea of the commission is 
to make an independent investigation 
of the facts for use as a background in 
the adjudication of the pending cases 
in which motor transportation is a fac- 
tor. Public hearings will be held in 
Washington and other cities. 


Steam Railroad’s Plea Denied 


Buses run in the interest of the Bos- 
ton & Maine Railroad will not be per- 
mitted to compete with the railway 
lines of the Cumberland County Power 
& Light Company, Portland. The Pub- 
lic Utilities Commission would not 
grant the Boston & Maine Transporta- 
tion Company a permit to run the buses. 
At the hearing the railroad disclaimed 
any wish to compete with the trolley 
lines. It explained that it desired to 
eliminate train stops at several of its 
stations on the route to Old Orchard. 
The commission felt that no restric- 
tions that might be imposed would pre- 
vent some competition and that the re- 
placement of train service would be dis- 
astrous to the communities served. 
This is another instance of a ruling 
adverse to an applicant seeking to 
establish bus service in Maine that 
might prove to be competitive. 


Sightseeing Subterfuge Squelched 


Justice Young of the Court of Spe- 
cial Term, State of New York, granted 
a permanent injunction on May 26 
against the Mount Vernon Sightseeing 
Bus Company and Harry Pollowitz on 
application of the Westchester Electric 
Railroad, a subsidiary of the Third 
Avenue Railway system, New York, and 
of the New York Central Railroad, co- 
plaintiff. The defendants’ had obtained 
a permit from the city of Mount Ver- 
non, but had failed to apply for a state 
certificate of necessity and convenience 
on the allegation that they were oper- 
ating a sightseeing service. General 
Superintendent Thompson and Assist- 
ant General Superintendent Wheeler 
testified as to the traffic carried by 
trolley cars to the subway terminus 
near the Mount Vernon-New ‘York City 
line, while Walter Jackson, consulting 
engineer, testified for the Westchester 
Electric Railroad that the bus service 
took trade from both the railroads and 
the trolley company. Justice Young’s 
decision confirms the temporary injunc- 
tion granted in April by Justice Taylor. 


Eureka to Vote on Bus 


A bond election will be held in 
Eureka, Cal., on June 14 to vote ap- 
proval of a $100,000 bond issue to place 
eight buses on the streets instead of 
the electric railway cars. If it carries, 
street car tracks will be torn up. If it 
fails, then a proposition will be put up 
to the people to vote for a $270,000 
bond issue to rehabilitate the Eureka 
Street Railway. 
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Railway and Bus Company 
Compromise 


Approval was given by the Public 
Utilities Commission to a municipal 
permit allowing Arthur J. Seldney to 
operate a bus between Morristown and 
Morris Plains. The route, about 5 miles 
long, parallels the tracks of the Morris 
County Traction Company in Park 
Place and Morris Street, Morristown. 
The fare will be 7 cents one way. 
School children will be carried at 7 cents 
for two rides. Mr. Seldney agreed to 
discontinue his.bus line between Morris- 
town and Rockaway in competition with 
the Morris County Traction Company. 

Mr. Seldney and officers of the rail- 
way will meet with the board’s traffic 
inspector and go over the proposed new 
route to make restrictions preventing 
competition. It was agreed by Mr. 
Seldney not to pick up or discharge pas- 
sengers in Hanover Avenue within 300 
ft. of Speedwell Avenue, and that con- 
spicuous signs be placed indicating the 
bus stops. 

As receivers for the Morris County 
Traction Company, Joseph P. Tumulty 
and Joseph K. Choate were granted 
permission by the board to suspend 
railway service between Springfield 
Center and the Central Railroad station 
in Elizabeth, and to substitute two 
emergency buses. j 


Compromise in Manitowoc 


Compromising with the Wisconsin 
Public Service Corporation on a new 
and revised bus fare schedule of three 
tickets for 25 cents, seven for 50 cents 
and a 10-cent cash fare, the City 
Council of Manitowoc, Wis., by a vote 
of twelve to two accepted the corpora- 
tion’s proposal to discontinue the pres- 
ent unprofitable railway service in 
favor of bus service. This change in 
city transportation facilities will be 
provided in the form of a four months 
experiment and will commence about 
June 1. 

Should the riding public express 
dissatisfaction. with the bus service, 
the traction company has promised 
to return to the use of street cars. In 
view of the city’s consent the proposal 
will now go to the Railroad Commission 
for its approval or rejection. The 
various steps in the proposed change 


have been referred to in the ELECTRIC 


RAILWAY JOURNAL from time to time. 


New Line Planned.—The Lehigh Val- 
ley Transit Company, Allentown, Pa., 
has applied to the Public Service Com- 
mission for permission to discontinue 
service between Lansdale and Chestnut 
Hill. At the same time its subsidiary, 
the Lehigh Valley Transportation Com- 
pany, has applied to substitute a bus 
service on the same route. H. F. Dicke, 
vice-president of both companies, said 
that for some years the Lehigh Valley 
Transit Company has been operating 
the Chestnut Hill service at a loss. He 
said that improvements were being 
made by the Commissioners of Mont- 
gomery County which, in the event of 
the railway service not being aban- 
doned, would involve the company in an 
immediate expenditure of $37,000 and 
an additional sum in the next ten years 
of $238,400. 
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Bus to Replace Railway in Hornell.— 
The Hornell Traction Company, Hor- 
nell, N. Y., after 33 years of operation, 
has announced that it will suspend its 
city and Hornell-Canisteo lines Aug. 1. 
An application for a bus line to re- 
place the railway service has been sub- 
mitted to the Council by Raymond E. 
‘Page, receiver for the traction com- 
pany. It owns and operates about 15 
miles of local lines in addition to the 
5-mile interurban route between Hor- 
nell and Canisteo. The present. car- 
house will be used as a garage and 
repair shop for the buses. Local trol- 
ley fares, now fixed at 8 cents, would 
be raised to 10 cents on the buses and 
the 16-cent fare from Hornell to Canis- 
teo would be raised to 20 cents. It is 
proposed, however, to sell three bus 
tickets for 25 cents. 


Bus Service in Keene Being Planned. 
—The Keene Electric Railway, Keene, 
N. H., is planning to establish bus serv- 
ice in various sections of Keene. The 
company, operating 10 miles of line, 
was recently granted authority by the 
Public Service Commission to use buses 
on city lines. 


Will Operate in Mississippi Towns.— 
The City Bus Company has been or- 
ganized as a subsidiary of the Missis- 
sippi Power Company for the purpose 
of taking over and operating the bus 
line now in service between Pass 
Christian, Biloxi, Gulfport and other 
Harrison County coast points. Applica- 
tion has been filed with the Mississippi 
Railroad Commission for a certificate of 
authority to begin operations. This is 
required by an act passed at the last 
session of the Legislature placing all 
bus lines under the supervision of the 
Railroad Commission.. The City Bus 
Company, it is understood, will extend 
its service to Bay St. Louis, Ocean 
Springs and several other points as soon 
as bridges are completed across the Bay 
of St. Louis and Biloxi Bay. 


Beautiful Trips Planned.—The Inter- 
national Railway, Buffalo, in co-opera- 
tion with the Philadelphia Rapid Transit 
Company, and Mitten Management, 
Inc., of Philadelphia plans to ‘start de 
luxe bus service between Buffalo and 
Philadelphia this summer. Two days 
will be required to make the trip over 
the scenic highways between Buffalo 
and Philadelphia. Only through pas- 
sengers will be carried because no local 
franchises have been obtained from 
the cities and towns through which the 
buses will operate. Interstate bus serv- 
ice does not require local franchises. 


Railway Buys Bus Franchise. — A 
franchise for operating bus routes on 
the west side, south of Main Street, 
Binghamton, N. Y., was sold on May 
10 to the Binghamton Railway after 
three adjournments. The price was 
$450. Franchise for the route must 
also be obtained from the State Public 
Service Commission. The maximum 
fare allowed by the city is 7 cents, 


Independent Passes to Traction In- 
terests.— The Indiana Public Service 
Commission recently approved the sale 
by the Mid-West Transit Company of 
its permit to operate a line between 
Indianapolis and West Lafayette to the 
Indiana Motor Transit Company, a sub- 
sidiary of the Terre Haute, Indianapolis 
& Eastern Traction Company. This 


line passes through Lafayette, Lebanon, 
Stanton, Royalton, Traders Point and 
Flackville. The Motor Transit Com- 
pany already owns the original Hiner 
line between these two terminals and 
plans to abandon operations under one 
of the certificates. The commission 
authorized Charles Allen & Sons to dis- 
continue operation of a bus route be- 
tween Monon and Lafayette on the 
ground that the line is not a paying 
proposition. 


Bloomington Gets Buses.—Six new 
Mack buses were placed in service on a 
new cross-town line in Bloomington, 
Ill., recently by the Illinois Power & 
Light Corporation. The buses are being 
operated on a ‘74-minute headway. 
They will serve a section of the city 
heretofore not conveniently accessible 
to street car lines. Railway service on 
one route which is paralleled by the bus 
line will be discontinued. The same fare 
prevails on both street cars and buses. 
Transfers are being issued at regular 
transfer points. 


New Bus Route Authorized.—The 
City Council of Lackawanna, N. Y., has 
granted a franchise to the Hamburg 
Railway, Hamburg, N. Y., to operate 
buses from the Buffalo city line at 
Abbott Road through Lackawanna and 
Blasdell to Woodlawn Beach, a lake 
shore summer resort. The fare will be 
10 cents for adults and half fare for 
children under twelve years of age. 
Buses will be operated on a 40-minute 
schedule. Single-deck buses will be 
purchased for this new route. 


Bus Permits Rescinded——The Com- 
mon Council of Syracuse, N. Y., has 
rescinded permits granted to a number 
of bus line operators prior to Jan. 1, 
1925. This is the result of long litiga- 
tion. The permits invalidated include 
that of T. C. Cherry and the Mid-State 
Coach Corporation. This company, a 
subsidiary of the Empire State Rail- 
road, has filed a petition with the Public 
Service Commission for permission to 
establish a line to Oswego. 


Bus Line Extended.—The Berkshire 
Street Railway was recently granted a 
license by the city of Pittsfield, Mass., 
to operate a bus line through that city 
to the Lennox boundary. The granting 
of this license was the last link needed 
to provide the bus service planned by 
the street railway from Pittsfield to 
Great Barrington. The towns south of 
Pittsfield granted the company the 
necessary licenses some time ago. 


Bus Operation Looks Hopeful.—Bus 
operation on the Syracuse & Eastern 
Bus Lines, Inc., a subsidiary of the 
Syracuse & Eastern Railroad, Syracuse, 
N. Y., is beginning to show an increase, 
and company officials are predicting 
that the company may break even this 
year, compared with the deficit of $1,511 
for 1925. The net income for the first 
three months of 1926 on the bus lines 
was $892. Cash fares were 139,675, an 
increase of 63,091 compared with the 
first three months of 1925. 


Another Extension of Bus Permits.— 
The Massachusetts State Commission 
of Public Utilities has announced that 
the temporary permits granted for the 
operation of buses will be extended to 
June 30. These permits were originally 
expected to terminate on Dec. 31, 1925, 
and were extended to May 31. 


Buses in Danville.—Buses will be in- 
troduced in Danville, Ill., soon by the 
Illinois Traction, Inc. Michael Connor, 
superintendent, announced that a 
fifteen-minute service will be estab- 
lished over the first route and other 
lines which would be established as 
quickly as possible. Authority to use 
buses was recently granted by the 
Illinois Commerce Commission. 

Council Disapproves Voters’ Views 
on Lines.—The Buffalo, N. Y., City 
Council failed to approve a proposed 
referendum which would allow regis- 
tered voters to express their views on 
franchises authorizing the International 
Railway to start two new bus lines and 
scrap several existing car lines in the 
city. Petitions for a referendum now 
have more than 15,000 signatures. 
Under the city charter a referendum is 
allowed on all franchises if a sufficient 
number of voters demand the right to 
express their views on the grants at 
the polls. In view of the attitude of 
the City Council, it was agreed to hold 
up the bus permits until the return to 
Buffalo next month of Mayor Frank 
X. Schwab, who is touring Europe. It 
is doubtful if the bus service will be 
started this year because no referen- 
dum could be held until November un- 
less the expense of a special election is 
decided upon. 

Will Serve Western Section.—The 
Rochester Co-ordinated Bus Lines, Inc., 
subsidiary of the New York State Rail- 
ways, will start bus service on a new 
line on the west side, to be known as 
the Glide Street route,. following a 
grant by the Council. The new line will 
serve as a feeder to the Emerson Street 
car line, in accordance with the general 
policy of the New York State Railways 
to co-ordinate bus and railway service. 
The new route will serve a populous 
residential and factory district on the 
extreme western limits of the city. 

Radial Service Discontinued. — The 
Canadian National Electric Railways 
has withdrawn its Weston-Woodbridge 
radial service on the Western Road, 
Toronto, Five buses, each seating from 
20 to 22 passengers, are now handling 
the traffic. Although only one car was 
operated, the radial service ran at a 
loss all through ‘the winter, it was 
learned, and the authorities apparently 
determined that a continuance of the 
service during the summer meant even 
heavier losses. The radial fare from 
Weston to Woodbridge was 16 cents, 
compared to 25 cents on the buses. 

Bus Service in Jacksonville, I1]—The 
Illinois Power & Light Corporation sus- 
pended railway service between the city 
square and Nichols Park in the city of 
Jacksonville, Ill., when it placed in over- 
ation on May 7 two new. Graham 
Brothers buses with a capacity of 21 
passengers each. For the time being, 
bus passengers will be carried at the 
prevailing car fare of 7 cents, although 
the company states it will probably be 
compelled to ask a 10-cent fare. 

Opposes Bus System.—The Knoxville 
Power & Light Company of Knoxville, 
Tenn., has indicated that it will oppose 
the franchise. bid sought by a bus trans- 
portation system for operation over 
certain streets in the city of Knoxville. 
The railway has stated that its “invest- 
ment in Knoxville would be impaired by 
the proposed competition.” 
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Judge Stone to Confirm Sale of 
Kansas City Railways 


Judge Kimbrough Stone has decided 
to overrule objections to the foreclosure 
sale of the property of the Kansas City 
Railways, Kansas City, Mo., voiced by 
the second mortgage bondholders and 
the stockholders of the railway. 

Judge Stone’s intention to enter an 
order confirming the sale of the railway 
to Powell C. Groner has been com- 
municated to R. J. Higgins, who, as 
attorney for the trustees under the first 
mortgage, had filed a motion asking 
for the confirmation. 

Powell C. Groner, whose nominal bid 
of $8,000,000 is to be confirmed, made 
that bid for the first mortgage bond- 
holders. 

The reorganization committee, with 
Newman, Saunders & Company as re- 
organization managers, have a cor- 
porate vehicle ready in the Kansas City 
Public Service Company, with William 
G. Woodfolk as president. In the inter- 
val of the transfer the property will 
remain in charge of Francis M. Wilson 
and Fred W. Fleming, receivers. 

It is said that the fact that Blatch- 
ford Downing, attorney for the second 
mortgage bondholders, has indicated 
he will carry the case to the court of 
appeals probably will not interfere with 
the physical transfer of the property 
and the termination of the receivership. 

Mr. Downing and also Frank P. 
Sebree, attorney for stockholders, have 
objected to confirmation of the sale 
mainly on two grounds, the basis of 
settlement with the damage suit credit- 
ors and the alleged insufficiency of Mr. 
Groner’s bid. 


New York Central Advances 
Money to Traction Lines 


In the report of the board of directors 
to the stockholders of the New York 
Central Railroad, New York, N. Y., 
for the year ended Dec. 31, 1925, the 
company states that there was advanced 
to the New York & Harlem Railroad 
in connection with the operation of its 
traction lines in New York City the 
sum of $205,000, making the total 
_advances for this purpose to Dec. 381, 
1925, $1,312,000. There was advanced 
to the New York State Railways on its 
demand notes $1,475,000 and to the 
Schenectady Railway, also on demand 
notes, $233,150. 


Terms of Distribution of Ohio 
Traction Assets Decided 


Directors of the Ohio Traction Com- 
pany, Cincinnati, Ohio, have accepted 
the offer of committees representing 
preferred and common stockholders to 
purchase outright the assets of the 
Ohio Traction Company, Cincinnati 
Traction Company and Cincinnati Car 
Company for $5,950,000. This offer is 
to be submitted to the stockholders at 
a meeting on June 22. The proposed 


plan includes organization of a new 
corporation whose stock will be dis- 
tributed to Ohio Traction stockholders 
at a rate of 23 shares of new stock for 
each share of preferred deposited, and 
one share of new stock for three shares 
of old common deposited. The matter 
was referred to at length in the 
ELECTRIC RAILWAY JOURNAL for May 8, 
page 822. 


Automobiles Continue to Affect 
Income of Washington Company 


For the year ended Dec. 31, 1925, the 
net income of the Capital Traction Com- 
pany, Washington, D. C., was about 
$50,000 less than the amount required 
for the 7 per cent dividend. Operating 
expenses increased slightly, due entirely 
to the great increase in the bus service 
furnished, rail operations costing less 
than in 1924. Increased competition of 
privately owned automobiles and of 
buses continued to cause a decrease in 
street car_traffic, with a corresponding 
falling off in revenue. The report of 
George HE. Hamilton, then president of 
the company, to the stockholders, says 
that it is encouraging to note that the 
loss in passengers carried for the year 
1925 compared with the preceding year 
was less than 2 per cent, a smaller loss 
than that of any year since 1919, and 
also that the last few months of the 


SUMMARY OF OPERATIONS OF THE 
CAPITAL TRACTION COMPANY FOR 
YEAR ENDED DEC. 31 


1925 1924 
Passenger revenue, railway.. $4,482,040 $4,542,767 
Bus revenue, .. 2. ssise vied were 81,877 383 
Special car revenue......... 
Special bus revenue......... 95; jane 
Total revenue from trans- 
portation? mcm eee oes $4,564,073 $4,593,282 
Revenue from _ operations 
other than transpo1tation 22,982 21,055 
Railway operating revenue... $4,587,055 $4,614,337 
Operating expenses (67. 3] 
percent of grossrevenue) 3,110,085 3,073,810 
Net operating revenue.... . $1,476,969 $1,540,527 
Taxes assignable to railway 
Operation: ..cc:5.2 sess ws 386,243 392,821 
Operating income......... $1,090,725 $1,148,104 
Non-operating income....... 33,132 32,4 
Gross income............ $1,123,858 $1,180,495 
Deductions from gross income: 
Interest on funded 
debt) tinccue $280,300 
Interest on un 
funded enue 39,056 
Rent forleasedroad 11,721 
Income tax paid at 
SOUTCE........ 4,314 
Total deductions......... $335,392 $324,713 
Netiincome-sen canine aie oe $788,465 $855,782 
Profit and loss statement: 
Credits: 
Balance at begin- 
ning of year. . $1,528,483 
Net income for 
VOaNeciaic nari 788,465 
Refunds, electric 
light bills prior 
years....¢... 1,296 
‘ $2,318,246 
Debits: 
Dividendstremecee seen 840,000 
Credit balance at close of 
OAT siete ors narnratete eateries $1,478,246 $1,528,483 


REVENUE AND TRANSFER PASSENGERS 


CARRIED BY THE CAPITAL TRACTION 
COMPANY 


Railway passengers: 1925 1924 

Number of passengers carried 

ab Sicantes..-t sense hee 16,995,347 16,427,541 
Number of passengers carried 

at) Gdcentsi 6 im ces 45,066, 128 46,846,110: 
Number of passengers carried 

ati Sicentanes oct tence 833,352 791,476 
Number of passengers carried 

AGS“ COD US. aris tee eee ee 345,131 338,017 
Number of cash passengers 

earried on Kensingtonline 119,757 119,317 
Number of ticket passengers 

carried on Kensingtonline 52,547 58,092 


Total railway revenue pas- 

SONEETK. alos aries ett ae 
Bus passengers: 

Number of passengers carried 


63,412,262 64,580,553 


at \25) Cents. gts vrele sen 71,466, asenneee 
Number of passengers carried 
at 10 centecc ws 1, 1600) sis hetiantet 
Number of passengers carried 
at. B cents, duswunsae oot 252,588 196,068 
Number of passengers carried 
at 64centsaie since eee 466,617 374,078 
Number of passengers carried 
at. 5. cents. hice: icin « 640) “Weeding 
Total bus revenue passen- 
OTBiei hon Cinte vine simula Ae 792,471 


570,146 


Total revenue passengers, 
railway and bus........ 64,204,733 65,150,699 
Other passengers: 

I-cent intercompany transfer 


passengers........+.--+ 2,759,208 2,794,895 
2-cent bus to car transfer 

Passengers... 2.6.20 02s 344,011 275,692 
2-cent car~to bus transfer 

pasSengers.>........-.- 310,712 240,160 
2-cent Eastern High School 

ticket passengers....... 4 1,378 
Free transfer passengers... .. 17,111,342 17,105,848 


Other free passengers: 
Employees ava hes Rated a ee ae reretoe 
Policemen and firemen*..... 


727,894 792,131 
56,714 64,190 
Total passengers......... 85,514,618 86,424,993 


* Bxclusive of policemen and firemen riding free 
while in uniform. 


year showed an actual gain in passen- 
gers carried. 

Two additional bus lines were estab- 
lished and one purchased during 1925. 
Capital expenditures for the year 
amounted to $228,575, the larger part 
of which consisted of betterments in 
connection with renewal of track and 
the purchase of additional buses. Six 
parlor car coaches were purchased to 
be used on the Chevy Chase Coach Line 
and two smaller street car type vehicles 
for the feeder line near Chevy Chase 
Circle. No additional street cars were 
purchased. 

Depreciation reserve increased from 
$2,075,155 to $2,458,455. 

The report referred to the suggestion 
of the North American Company look- 
ing toward a merger of the street rail- 
way companies. Mr. Hamilton states 


that a satisfactory base of consolidation | 


or merger has not yet been determined, 
but an earnest effort is being made by 
the parties to these negotiations to 
work out a plan of merger useful and 
protective to the security holders and 
to the public. 


New Owners Take Over 
Laconia Property 


The Laconia Street Railway, Laconia, 
N. H., was acquired recently by Guy M. 
Tetley and Howard W. Byse, Laconia. 
The sale was made from the receiver- 
ship of Judge Frank M. Beckford. The 
reorganization of the company’s 
affairs is already under way. New 
officers have been elected as follows: 
President, Guy M. Tetley; vice-presi- 
dent, Howard W. Byse;_ secretary, 
Thomas F. Cheney. 
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Plans include the purchase of new 
equipment and a rearrangement of the 
schedules. The Laconia Street Railway 
is 8 miles long. It was organized in the 
early ’80s, when horse cars were the 
vogue. Subsequently, the road was 
electrified, but a year ago the trolleys 
were succeeded by buses. 


Alton Property Sale Set 
for June 16 


Louis Clements, Danville, Ill., at- 
torney, has been appointed a special 
master in chancery by the U. 8S. Dis- 
trict Court in East St. Louis with 
authority to sell the properties of the 
Alton, Granite & St. Louis Traction 
Company, the Alton Gas & Electric 
Company, controlled by the East St. 
Louis & Suburban Company. The IIli- 
nois State Trust Company, trustee, is 
plaintiff in the action in federal court to 
foreclose on the $2,500,000 mortgage on 
the properties. The last-named corpo- 
ration is a Delaware concern, the two 
others are under Illinois charter. The 
sale of the properties is ordered for 
June 16 at Edwardsville, Il. 


California Road Reports $94,727 
Available for Surplus 


Central California Traction Company, 
operating in Sacramento, Stockton and 
Lodi, reports to the California Railroad 
Commission its 1925 operating revenue 
at $592,036, compared with $592,798 for 
1924. 

The operating expenses, exclud- 
ing taxes, for 1925 are reported at 
$483,069 and at $507,744 for 1924, leav- 
ing net operating revenue of $108,966 
for 1925 and $85,053 for 1924. During 


1925 taxes charged to operation 
amounted to $31,195 and for 1924 to 
$31,911. Deducting the taxes leaves 
operating income of $77,771 for 1925 
and $538,142 for 1924. Adding to the 
operating income the non-operating in- 
come of the company results in a gross 
corporate income, which represents the 
amount available for interest, amortiza- 
tion of debt discount, other fixed 
charges, non-operating expenses, divi- 
dends and surplus, of $94,727 for 1925 
and $73,969 for 1924. 


Claims Against United Railways, 
St. Louis, for Services 
Disallowed 


Special Master Fred L. Williams in 
reports filed with the United States 
District Court recommended that claims 
of A. L. Shapleigh, Richard McCulloch 
and Judge Henry S. Priest, totaling 
$125,175, against the United Railways, 
St. Louis, Mo., for services alleged to 
have been rendered be denied. 

Messrs. Shapleigh and McCulloch had 
asked $30,937 and $24,487 respectively 
for acting as president of the United 
Railways since the receivership, while 
Judge Priest asked $69,750 salary as 
general counsel for the company. 

Their claims were not resisted by 
Receiver Wells at the recent hearing 
before Special Master Williams. In 
his report denying the claims and rec- 
ommending that this action be ap- 
proved by the court Mr. Williams held 
that the proof offered at the hearing 
in support of the claims was not suffi- 
ciently definite for him to determine 
the reasonable value of the services 
which it was set up had been rendered. 
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Conspectus of Indexes for May, 1926 


Compiled for Publicat 


ion in This Paper by 


ALBERT S. RICHEY 
Electric Railway Engineer, Worcester, Mass. 
Month| Year Since War 
Latest | Ago Ago | High Low *The three index numbers 
Street Railway May | April ay | March | May marked with an asterisk are 
Fares* ‘ 1926 1926 1925 1926 1923 computed by Mr. Richey, as 
1913 = 4.84 7.36 PocB lI Ss Ce BE follows: Fares index is aver- 
Electric Railway _ May ce aah Rept. Oe age street railway fare in all 
ateria 1926 | 1926 | 1925 | 1920 | 1924 > yo 
1913 = 100 153. 154.2 | 153.9 | 247.5 | 148.5 United States cities with a 
Electric Railway May | April | May | Sept. | March | Population of 50,000 or over 
ages* os 1926 eee pee ob Akl except New York City, and 
1913 = 225. oily : : : weighted according to popula- 
Am. Elec. Ry. Assn. | May | April | May | July | May tion. Street Railway Materials 
Construction Cost 926 1926 1925 1920 1922 : ; 2 
(Blee Ry.) 1913 = 100| 292.4 | 201.3 | 202.0 | 256.4 | 167.4 | index is relative average ee 
Eng. News-Record May | April | May | June | Mar. of materials (including uel) 
a Seastradiion Cost 1926 | 1926 | 1925 | 1920 } 1922 used in street railway opera- 
(General) 1913 = 100 | 207.3 7. 207.2 | 273.8 | 162.0 tion and maintenance, 
U.S. ces teh. Sg opal ng raha Aes ces weighted according to aver- 
Wholesale Commod- 926 9 ials. 
ities 1913 = 100 | 151.1 | 151.5 | 156.2 | 246.7 | 138.3 = ce ee biomes se 
Bradstreet May 1 | April 1 | May 1| Feb. 1 | June 1 geese ' A 
Wholesale Commod-| 1926 192 1925 1920 1921 age maximum hourly wage o 
ities 1913 = 9.21 | 12.86 | 13.11 | 13.32 | 20.87 | 10.62 motormen, conductors and 
Uv. ae oo sent Stat. Ais ae ee aay ae operators on 137 of the larg- 
etail Foo 9 1926 ; , pe ]- 
1913 = 100 __| 462-4 | 259.9 | 280.8 | 219.2 | 288.7 | ee ec erated in the United 
Nat. Ind. Conf. Bd. | April | March} April | July | Aug. j : 
Cost of Living 1926 1926 1925 1920 1922 States, weighted according to 
1914 = 100 168.4 | 168.5 | 164.8 | 204.5 | 154.5 the number of such men em- 
ereel Maen ae A ay Sie 31 Se ree pee ere ployed on these roads. Previ- 
illion Tons) 926 26 i i 
1913 = 5.91 3.868 | 4.380 | 4.447 | 11.118 | 3.187 Cia ‘lei rife ee 
Bank Clearings April {March| April | Oct. Feb. ue) DIN CIEE Cn’ & 
Outside N. Y. City | 1926 1926 1925 | 1925 1922 is due to dropping some roads 
(Billions) 18.65 | 19.50 | 17.82 | 20.47 | 10.65 where the number of trainmen 
Business Failures April | March} April | Jan. | Aug. has been reduced to a total of 
Number 1926 1926 1925 1924 1925 less than 100 
Liabilities (Millions) aus. Cage 1 or Lge aay . 
7. ; A ‘ : 


$313,006 to Philadelphia 
Surplus 


P. R. T. Took in $49,911,703 in 1925— 
Lost $228,989 on Buses—Many 
Interesting Facts in Statement 


Passenger revenue of the Philadel- 
phia Rapid Transit Company, Phila- 
delphia, Pa., for 1925, including buses, 
was $49,911,703. Operating expenses 
and taxes were $37,533,858. After 
providing for payments to city sinking 
fund, rental for Frankford elevated, 
fixed charges, the semi-annual dividend 
on preferred stock and 8 per cent div- 
idends on common stock, $313,006 re- 
mained to be transferred to surplus. 

Net income for 1925 of $3,006,727 is 
from the operation of subway-elevated 
and surface lines. From this must be 
deducted the loss of $233,211 resulting 
from the operation of buses and track- 
less trolley, making a net income for: 
the entire system of $2,773,516. . 

During the fifteen years 1911-1925 
under Mitten Management P. R. T. 
earned a surplus of $19,866,381. Of 
this $18,687,464 has been paid in 
P. R. T. dividends and $6,178,916 put 
back into the property. 

P. R. T. bus system has, during 1925, 
been extended through the installation 
of nine new routes operating over 150 
miles of city streets. A deficit of 
228,989 resulted from 1925 operation 
through giving service in districts 
where it is needed, but which will be 
unprofitable for years to come. As the 
management sees it, this deficit does 
not take into consideration the much 
larger loss due to duplication of service 
through diversion of traffic from sur- 
face cars. Supplying this needed but 
unprofitable service by street cars 
would have resulted in a much greater 
Oss. 

Throughout the year 1925 P. R. T 
has been engaged in the presentation 
of facts and legal argument:before the 
Public Service Commission demonstrat- 
ing its right to continue the temporary 
74-cent token-8-cent cash fare. The Pub= 
lic Service Commission, in its decisiom 
handed down on Jan. 12, 1926, gave 
this-rate of fare final approval. The 
P. R. T. present 74-cent fare em- 
bodies a combined surface-elevated- 
subway ride. 

P. R. T. has continued to work to- 
ward a transit system which contem- 
plates co-ordinating and unifying every 
phase of Philadelphia’s public pas- 
senger transportation. To this end the 
operation of street car lines, city-built 
high-speed lines and buses has been 
consolidated. As a necessary step to- 
ward further co-ordination, P. R. T. 
proposes to operate taxicabs and to 
this end has arranged, subject to the 
approval of the Public Service Commis- 
sion, for the purchase of the Yellow 
Taxicab Company for $3,000,000. 

Following the stockholders’ approval’ 
at the 1925 annual meeting, P. R. T. 
presented to the city the easterly half 
of the P. R. T.-owned tract of ground 
known as Burd Home so that it might 
be used as an extension of Cobbs Creek- 
Park. The cost of this acreage is con-- 
tinued as part of P. R. T. valuation,. 
but the city secures ownership now, 
instead of waiting until the close of: 
the city-company agreement in 1957. 
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Since 1912 the $10,000,000 issue of 
P. R. T. 5 per cent bonds had been 
conditionally sold or pledged’ at a net 
cost of about 7 per cent; $8,975,000 of 
these bonds have now been permanently 
sold, with interest at 6 per cent. 

Early in 1925 P. R. T. offered to 
its customers $3,000,000—60,000 shares 
—of its 7 per cent cumulative pref- 
erred stock and in six days 14,000 car 
riders subscribed to 71,428 shares. The 
subscriptions were received on the cars 
with weekly payments thereafter made 
to: Boke Ta traimen: 

It is explained that $10,000,000 of 
7 per cent cumulative P. R. T. pre- 
ferred stock has just been oversub- 
scribed by P. R. T. car riders; in lots 
not exceeding 20 shares, without 


INCOME ACCOUNT OF THE PHILADELPHIA 
RAPID TRANSIT COMPANY FOR: YEAR 
ENDED DEC. 31 


1925 1924 
Gross passenger earnings... $48,827,951 $45,002,700 
Other operating revenue.... 715,818 i. 
Railway operating revenue. 49,543,769 45,655,017 
Way and structures, equip- 

ment and power—mainte- 

nance, renewals and de- 

PFECIATION os cas Senge 8,560,400 8,560,400 
Power operation........... 3,738,715 3,772,643 
Conducting transportation.. 15,898,894 14,313,232 
General ac ksiaos ae suche 5,415,593 4,593,019 
Taxes, including paving tax. 3,030,824 2,760,903 

36,644,427 34,000,199 
Operating income.......... 12,899,342 11,654,817 
Non-operating income.,.... 817,798 560,470 

13,717,141 12,215,288 
Tntereste. 2: \/ ace annn hte 1,399,370 1,371,252 
Reewtalle's te cs aus e pales eee 8,662,924 8,541,591 
Frankford elevated rental... 468,119 312,079 
Sinking fund—City contract 180,000 180,000 

10,710,413 10,404,924 
Net income.............+- $3,006,727 $1,810,364 


CONSOLIDATED INCOME ACCOUNT OF THE 


PHILADELPHIA RAPID TRANSIT SYSTEM 
FOR YEAR ENDED DEC. 31, 1925 
Gross passenger earningS...........0-- $49,911,702 
Other operating revenue............-45 691,883 

$50,603,586 
Way and structures, equipment and 
poWer—Maintenance, renewals and 
GEBFSCIATION. tapers total spar aeehonsuaneeseete pals 8,760,903 
Power Gperation j.:2cse cane aoe sie oyrisee 3,738,720 
Conducting transportation............. 16,612,472 
Gone SEN Co eee eo 5,350,881 
Taxes; including paving tax............ 3,070,879 
$37,533,888 
Operating INCOME rs os eho abe a sie ieee $13,069,727 
Non-operating income..............++- 416,857 
$13,486,585 
Frankford rental and sinking fund to 
pumas sy RG oor at ecm 648,119 
$12,838,465 
Yixed charges, dividends, ete........... 12,525,459 
tsibist UU MOR R MV LORS Are aD esi ePa IRC eI $313,006 


INCOME ACCOUNT OF THE PHILADELPHIA 
RURAL TRANSIT COMPANY FOR THE 
YEAR ENDED DEC. 31, 1925 


Passenger TeVenue;« «sce ce csc ce eee cane $1,005,338 
Other reveniel.a.. ous samen apace seh 26,362 
1,031,700 
Operating expenses and taxes........ 1,135,360 
Operating income)... dsm css eepleate 103,659 
Non-operating income..............+-- 9,443 
94,216 
Wixedich arges; tose. <2 ns Pee te sie = 134,773 
Deficit. oe ta iactac wales sie sualels (oe eens $228,989 
Passengers’ cagried.......0+.02 eee cede 10,817,628 
Average rate per passenger, cents....... “219.2 


Seo 


abd WARY 


COMPARATIVE INCOME ACCOUNTS OF THE PHILADELPHIA RAPID FRANSIT COMPANY 


Mainte- Power-Opr. 
nance Conducting 
4 Gross and Transp. & Fixed Net 
Year Earnings Renewals General Taxes Charges Income 
1911 $22,147,974 $3,661,198 $8,627,973 $1,591,253 $8,827,988 $560,708* — 
POUZ NY 23,282,408 3,492,361 9,097,061 1,659,518 8,961,126 2,342 
1913. 24,240,592 3,636,088 9,081,213 1,660,236 9,324,559 538.496 
1914. 23,961,398 3,594,209 8,825,665 1,808,951 9,531,292 201,341 
1915. 24,315,455 3,647,318 8,677,465 1,783,540 9,622,631 584,501 
1916, 27,279,517 4,091,928 9,382,541 1,812,587 9,614,908 2,377,553 
1917. 29,726,927 4,459,039 10,723,912 2,106,769 9,573,522 2,863,685 
1918. 31,704,427 4,755,664 13,355,575 2,428,819 9,629,553 1,534,86 
1919. 36,039,520 4,955,124 17,287,117 2,345,750 9,735,652 1,715,877 
1920. 39,400,341 5,965,409 20,628,504 2,601,253 9,823,110 82,065 
1921. 42,911,040 8,560,400 19,874,369 2,798,821 9,870,158 1,807,292 
1922 43,235,972 8,560,400 20,407,117 2,586,001 9,853,177 ,82,277 
1923 45,552,031 8,560,400 22,479,553 2,695,708 10,016,370 1,800,000 
1924 46,215,488 8,560,400 22,678,896 2,760,903 10,404,924 1,819,365 
1925 50,361,568 8,560,400 25,053,203 3,030,824 10,710,414 3,006,727 
*Deficit 
brokerage charges or commissions, the branch committees, from whose deci- 


during a sales offering upon the cars 
of ten days duration. More than 
40,000 car riders will hold this stock. 
Proceeds from this issue will be used 
toward payments for normal capital 
expenditures for improvements and 
extensions, for retiring underlying 
securities, the cost of South Philadel- 
phia track extensions to serve the 
Sesqui-Centennial, purchase and, re- 
habilitation of the Frankford, Tacony 
& Holmesburg Railway and to reim- 
burse the P. R. T. treasury for re- 
serves heretofore used to finance im- 
provements. 
Wages of employees during 1925 
were based on a rate of 77 cents an 
hour. The basic wage for 1926 will 
by agreement be 734 cents an hour in 
payment for average services as ren- 
dered elsewhere, and will be continued 
except as it may be adjusted to conform 
to the purchasing power of the dollar, 
as set forth in the plan for collective 
consideration, hereto appended. This 
change is not made for the purpose of 
reducing wages, but so that the last 
34 cents an hour of the wage, approxi- 
mating $1,000,000 a year, shall, in so 
far as possible, be made _ dependent 
upon the continued efficiencies and 
economies of the men, to which end it 
is included as a part of the manage- 
ment’s fee. 
The report, dated March 1, is con- 
cluded with a discussion of the Mitten 
plan for 1926, in which it is said in part: 
The distinctive feature of this plan as 
compared to others, and the one to which 
its greatest success is attributed, is that 
men and management must agree, other- 
wise arbitration follows. Whereas in other 


plans, whether the representatives of men 
and management agree or disagree, their 


action is subject to final review and 
approval or veto by the head of the com- 
pany. 


The 1926 plan again reiterates the prin- 
ciple that nothing shall interfere with the 
right of any employee to become a member 
of any union or organization, without let 
or hindrance. 

Working conditions are dealt with by 


sions appeal may be taken to departmental 
and general committees. 
for the direction of employees are sub- 
mitted to and receive the approval of the 
departmental committees before being put 
into effect. No change may be made in 
such books of rules without the approval 
of the departmental committees. 

Discipline is administered by the manage- 
ment and its representatives in accordance 
with the rules and as their best judgment 
dictates, but appeal from any disciplinary 
act of management may be taken to the 
branch, departmental and general commit- 
tees respectively. 

Wages are to be determined for each 
class of employees upon the basis of a 
fixed rate established by the general com- 
mittees; change in the wage base there- 
after to be in accordance only with the 
rise or fall in the purchasing power of the 
dollar. Such changes are to be in relation 
to the changes in the composite cost of 
various standard market baskets, as deter- 
mined upon by the general committees. 

Adjustment of wages to the changing 
purchasing power of the dollar assures pro- 
tection of the present standards of living. 
The co-operative wage as here described 
assures an increasingly higher standard of 
living, on the one hand, through the added 
return to employees by their proportionate 
share of increasing gross earnings, and, on 
the other, through the investment of this 
added income in the industry, by the in- 
creas, dividends on their growing invest- 

_P. R. T. employees have been receiving 
since 1922 a co-operative wage equaling 10 
per cent of the payroll, which has been by 
mutual consent invested in P. R. T. stock— 
$10,000,000 par value, 200,000 shares— 
by trustees of the men, to such good effect 
that the present average rate of return on 
the money invested is almost 13 per cent 
per annum, which sum is paid directly to 
the men, according to their holdings, by 
the’ men’s own trustees immediately after 
the payment by P. R. T. of its quarterly 
dividends, One-third of P. R. T. common 
stoke is now owned by the men, who vote 
this stock, through their own trustees, 


_ Beginning with the year 1926, Mitten 
Management will receive a manage- 
ment fee of 4 per cent of the gross 
revenue of the system, payable cu- 
mulatively after earning the regular 
dividend to P. R. T. stockholders. In 


recognition of co-operative effort, this 


management fee is to be divided equally 
between men and management, each 
co-operating regular employee to be 
credited at the end of the year with 
his proportionate share. 


STREET CAR AND SUBWAY-ELEVATED PASSENGER STATISTICS 


Average Rate 
per Passenger, 


— Passengers Carried — Cents -—— Passenger Revenue——~ 
1925 1924 1925 1924 1925 1924 
76,626,563 78,297,258 f 5.41 4.79  $4,148,090.48 $3,748,595. 68 
70,811,587 73,247,920 5.38 4.78 3,807,920.36  3,501,989.71 
78,940,472 79,591,970 5.36 4.78 4,234,351.70  3,802,197.01 
77,999,649 78,235,652 5.36 4.78 4,178,685.85  3,743,361.49 
79,579,698 81,288,979 5.33 4.77 4,240,538.85 3,880,553. 43 
74,693,804 75,366,347 5.31 4.77 3,969,166.03 3,591,596. 89 
71,601,642 71,989,422 5.29 4.77 3,790,398.32 3,430,594. 88 
70,439,444 68,650,403 5.28 4.76 3,721,880.02  3,266,126.70 
72,747,702 71,260,433 5.31 4.90 3,863,437.61  3,490,695.31 
81,209,381 77,796,303 5.33 5.40 4,325,415.53  4,203,772.70 
77,846,788 74,087,646 5.33 5.41 4,151,101.32 4,010,418. 26 
81,740,396 79,491,612 5.35 5.42 4,396,965.40  4,332,798.20 
914,237,126 909,303,945 5.34 4.95 $48,827,951. 46 $45,002,700. 26 


All books of rules 


ee a 


_ railroads. 


May 29, 1926 


Receiver Authorized to Pay July 1 
Interest—Federal Judge Faris has au- 
thorized Rolla Wells, receiver for the 
United Railways, St. Louis, Mo., to pay 
the July 1 interest coupons on the 
$36,300,000 of 43 per cent bonds of the 
company. The interest amounts to 
$726,000. 


Line Abandoned.—The Denver Tram- 
way, Denver, Col., has abandoned its 
Englewood-Cherrelyn line in favor of 
buses because of the inability of the 
company to make the line pay. Back 
in 1883 horse cars were run on this 
line. In 1910 the route was electrified. 
Reference to this plan was made in 
the JOURNAL for May 15, page 860. 


Discontinuance Petition Opposed.— 
Residents of Blue Island, Harvey and 
other Chicago suburban towns appeared 
before the Illinois Commerce Commis- 
sion in Chicago recently to oppose the 
petition of the Chicago & Interurban 
Traction Company to discontinue oper- 
ation of cars between 63d _ Street, 
Chicago, and Kankakee. They stated 
that there is need for the service in va- 
rious communities among the approxi- 
mately 50 miles of route. The line is 
paralleled for the entire distance by a 
concrete highway and several steam 
Service has been conducted 
at a loss for a number of years. The 
hearing was continued. 


$1,000,000 City Railway Notes Are 
Refunded.—Action of officials in refund- 
ing $1,000,000 three-year notes of the 
Louisville Railway, Louisville, Ky., 
which fall due on June 1, 1926, has 
been approved by the Board of Works. 
A new issue of 6 per cent notes running 
for two years from June 1 will take the 
place of the refunded notes. 


Seeks to Abandon Three Miles.—The 
Utah Rapid Transit Company, operat- 
ing in Ogden, Utah, has applied to the 
Public Utilities Commission for permis- 
sion to abandon 2.94 miles of its electric 
railway system between North Ogden 
and Pleasant View. In the same peti- 
tion the company sets forth that it may 
later find it necessary to ask permission 
to abandon the other section of the 
North Ogden line from the north city 
limits to North Ogden. Steadily de- 
creasing revenues are given as the 
reason for the request. 


Slight Decrease in Surplus.—For the 
period from Jan. .1 to March 31, 1926, 
the Lake Shore Electric Railway, Cleve- 
land, Ohio, had gross earnings of $780,- 
997, against $776,608 for a-similar pe- 
riod in 1925. The operating expenses 
and taxes increased from $636,417 for 
the 1925 period to $648,688 in the 1926 
period. The surplus showed a decrease. 
It was $28,598 for the period from 
Jan. 1 to March 31, 1925, and $27,558 
for the three months period of the cur- 


rent year. 


Bonds for Betterments.—The Indiana 
Public Service Commission has au- 
thorized the Evansville & Ohio Valley 
Railway, Evansville, Ind., to issue $16,- 
000 in first mortgage 6 per cent gold 
bonds at 87% per cent of par to pay 
for additions and betterments. Accord- 
ing to G. R. Millican, general manager 
of the company, the bond issue covers 
an accumulation of small items on im- 


_ provements, some of which were made 
during the past year. 
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Personal Items 


New Honor for E. H. Maggard 


E. H. Maggard, president of the 
Petaluma & Santa Rosa _ Railroad, 
Petaluma, Cal., was elected president of 
the California Electric Railway Asso- 
ciation at its eleventh annual meeting 
on May 17. The new head of the asso- 
ciation has been in the employ of the 
Petaluma property since 1907, when 
he entered the service as general 
freight and passenger agent. He con- 
tinued in that capacity until promoted 
to the office of general manager in 1916, 
succeeding in that position the late 
Elmer M. Van Frank. Prior to his 
association with the California prop- 
erty and at an early age he entered 
the service of the Missouri, Kansas & 
Texas Railway at Dennison, Tex., as 
call boy. Later he was made clerk in 
the freight office of the Southern Pacific 
at Houston. He next became identified 
with the El] Paso & Northeastern Rail- 
way at El Paso and from that property 
went to Petaluma. 


Changes in Scranton 


Lawrence H. Stone has been trans- 
ferred from the New York office of the 
General Engineering & Management 
Corporation to Scranton, Pa., as auditor 
of the Scranton Railway. The general 
auditing formerly was done in New 
York. 

C. O. Brooks, formerly connected with 
the Brooklyn-Manhattan Transit Corpo- 
ration, Brooklyn, N. Y., the Third 
Avenue Railway, New York City, and 
the Youngstown Municipal Railway, 
Youngstown, Ohio, has been appointed 
superintendent of equipment in place of 
J. F. Duffy, who resigned on May 1. 
Mr. Brooks’ offices are located at the 
carhouse of the company at Providence 
Road. 


E. L. Austin Heads 
Sesqui-Centennial 


A. C. Baker, director-in-chief of the 
Sesqui-Centennial celebration in Phila- 
delphia, Pa., has been retired as head 
of the Sesqui-Centennial and has been 
relieved of all executive duties because 
of illness. He will be succeeded by 
E. L. Austin, business manager and 
comptroller of the exposition. The 
career of Mr. Austin, formerly with the 
Philadelphia Rapid Transit Company, 
was reviewed in the ELECTRIC RAILWAY 
JOURNAL, issue of Aug. 1, 1925, page 185. 


Promotions at Racine 


Emil Jorgenson, who has been con- 
nected with the Wisconsin Gas & Elec- 
tric Company for the past eighteen 
years, has been promoted to the post of 
ussistant secretary and assistant treas- 
urer, with offices at Racine, Wis. For 
several years past he has been auditor. 

John I. Allen, assistant auditor, who 
joined the company’s forces at Kenosha 
in 1912 as timekeeper and reached his 
present post of assistant auditor three 
years ago, has been promoted to auditor 
to succeed Mr. Jorgenson. 


Alfred H. Marsh has been appointed 
supervisor of the recently formed acci- 
dent prevention bureau of the Brooklyn- 
Manhattan Transit Corporation, Brook- 
lyn, N. Y. Mr. Marsh has been con- 
nected with the Brooklyn system more 
than 34 years. He has had experience 
as conductor, inspector, dispatcher and 
depot master in the surface transporta- 
tion department, and later as investi- 
gator and adjuster in the claim depart- 
ment. He also served as special in- 
vestigator, managing clerk and special 
adjuster in the law department. In his 
new work Mr. Marsh will conduct all 
investigations, tabulate all accidents 
and make studies of the conditions and 
hazards pertaining to the various lines. 


Leslie Wipperman, who has been man- 
ager of the Wisconsin Rapids Street 
Railway, Wisconsin Rapids, Wis., for 
many years, has resigned from that 
post. He has no definite plans for the 
future. John Shanks, who has been con- 
nected with the company’s properties at 
Negoosa, has been selected to succeed 
Mr. Wipperman. 

George T. McIntosh has been ap- 
pointed statistician for the Winnipeg 
Electric Company, Winnipeg, Canada. 

C. A. Wait, assistant to the president 
of the Illinois Power & Light Company, 
Chicago, Ill., has taken over the addi- 
tional duties of director of public rela- 
tions of the Illinois Traction System. 


R. C. Slye, who has been chief clerk 
at the Milwaukee, Wis., office of the 
Chicago, North Shore & Milwaukee 
Railroad for many years, has been pro- 
moted to the post of city passenger 
agent, giving the Milwaukee office two 
city passenger agents. C. G. Miles, 
Fort Wayne, has been appointed Mr. 
Slye’s successor. 

T. Justin Moore, general counsel of 
the Virginia Electric & Power Com- 
pany, Richmond, Va., was appointed 
vice-president at a recent meeting of 
the board of directors. He succeeds 
E. Randolph Williams. 


Obituary 


Henry Fleetwood Albright, vice-presi- 
dent in charge of manufacturing and a 
director of the Western Electric Com- 
pany, died on May 11. His outstanding 
contribution was in scientific factory 
planning and management. He began 
his business career as an office boy with 
the Union Pacific Railroad in Phila- 
delphia. 

Augustus Barnes, assistant to the 
president of the People’s Motorbus 
Company, St. Louis, Mo., and the man 
who obtained the original bus permits 
for that company, died at the Jefferson 
Hotel in that city on April 25. He had 
been ill about ten days. When the 
Hertz interests entered the St. Louis 
bus field and the People’s Motorbus 
Company was ffinally organized Mr. 
Barnes was named assistant to the 
president in charge of publicity and 
public relations. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


G. E. Will Exhibit at Atlantic 
City Convention of A. R. A. 


At the convention of the Mechanical 
and Purchases and Stores Divisions of 
the American Railway Association, to 
be held at Atlantic City, June 9-16, the 
General Electric Company will occupy 
booths 5, 60, 62, 64, 66, 68, 70, 72, 74 
and 76. Its exhibits will include elec- 
tric and oil-electric locomotives, gas- 
electric cars, a complete line of car 
shop control equipment, motors, arc 
welding equipment, flow meter equip- 
ment, Fabroil and Textolite gears, 
floodlighting projectors, fuse cords and 
phono-electric cells. 


Coal Bill Will Be Reported 


Assuranees have been given the 
President by Chairman Parker of the 
House committee on interstate and for- 
eign commerce that a coal bill will be 
reported by his committee and will be 
pressed for passage at this session of 
Congress. The President has been ad- 
vised further that a majority of the 
committee has come to an understand- 
ing as to the principle of the bill which 
will be recommended, although the de- 
tails of the bill have not been worked 
out as yet. 

It was stated at the White House that 
this information is very gratifying to 
the President and that he thinks Con- 
gress should enact legislation at this 
session along the lines that have been 
indicated. 


Abuse of Time Selling Plan in 
Bus Field Is Dangerous 


Expressing doubt as to the advis- 
ability of selling commercial motor ve- 
hicles on the time-payment plan with 
insufficient down payment and ensuing 
payments spread out too long, the Wall 
Street Journal for Saturday, May 8, 
pointed out that the problem of dispos- 
ing of repossessed buses and trucks is 
becoming an increasingly important one 
with the manufacturers. Bankers are 
sounding a note of warning against the 
practice mentioned above, which con- 
dition has been brought about by the 
extremely keen competition which has 
arisen in the commercial motor vehicle 
field, this having resulted in the ex- 
tension of unusually liberal terms to 
prospective purchases by many of the 
leading manufacturers. The Wall Street 
Journal states that the report is current 
in the trade that at least one important 
manufacturer has on hand _ nearly 
$1,000,000 worth of repossessed vehicles, 
on which the purchasers have failed to 
continue their payments, and _ the 
smaller concerns are in a relatively 
similar position. 


The Journal goes on to state: 


When the practice of time selling of 
trucks and buses was inaugurated, the pur- 


chaser was obliged to make an initial pay- 
ment of at least one-third of the purchase 
price of the vehicle, plus the cost of insur- 
ing it fully. Subsequent payments were 
spread out over a period of twelve or eight- 
een months. Recently, however, many 
truck and bus makers have been financing 
time sales on a basis which obligates the 
purchaser to a substantially smaller amount 
with respect to his initial payment, and sub- 
sequent monthly payments are being per- 
mitted to run over a period of two years. 
With competition keener than ever before 
in the history of the commercial vehicle 
industry, these repossessed machines are be- 
coming an increasingly important problem 
with the manufacturers. In some instances 
the vehicles have been depreciated in value 


below the amount which has been paid on 
them, and in others the manufacturer is 
fortunate if he can turn the unit over again 
without a loss. This, of course, has an 
adverse effect upon new vehicle sales. 


O. M. Edwards Furnishes Sash 
for Montreal Cars 


It was stated in the issue of ELECTRIC. 
RAILWAY JOURNAL for May 8, page 830, 
that sash fixtures on the 50 new cars 
being built by the Canadian Car & 
Foundry Company for the Montreal 
Tramways would be provided by the 
National Lock Washer Company. This 
statement is hereby corrected to read 
that the cars are entirely equipped 
with brass sash and fittings furnished 
by the O. M. Edwards Company. These 
cars and the sixteen cars for the 
British Columbia Electric Railway are 
said to be the first in Canada com- 
pletely equipped with brash sash. 


Fifty New Cars Will Aid with Sesqui Crowds 


45'-6" Over bumpers 
eae sy 54-8" Body 


Delivery of 50 new streets cars re- 
cently ordered from the J. G. Brill Com- 
pany by the Philadelphia Rapid Trac- 
tion Company is expected to be made 
prior to June 1, according to an an- 


nouncement by the car builders. The 
cars are of single-end construction and 
are destined to be placed in service to 
aid with the augmented traffic expected 
in Philadelphia during the Sesqui-Cen- 
tennial Exposition. Specifications on 
the new units follow: 


Weight: 
Car DOV tee repeat ieee retete tant iste seias 18,295 lb 
Trucks: 
UM OVINS oy cea eo OD Co eo Oe Oro 5,490 lb 
A EYSEW  wnd cameo Oo OP OT ADO D Oe ne 5,475 lb 
Equipment: 
IBA EAS 8 ls ren in 6 DOOD RICIOIOIO TC 6,100 Ib. 
ATE MDPAWO meee tie eels. 6 «ie ee. ele. ore 1,500 Ib. 
TROPA Ri peel teted statin fella: eletyarie Pete 36,940 Ib. 
Bolster centers, length ........ 24 ft. 6 in. 
Lenethe oversee atccyceierats ssn + .k Ab. ft. 6 in; 
Truck WHEEIDASE Cathe en cles + 4 ft. 10 im 
"Width ower tlie tue bustais nye alee bn o.c8 8 ft. 6 in. 
Height, rail to trolley base ..11 ft. 0% in. 
BOG Yaa ae camber tuetealetete sa Peit oes -<00. Semi-steel 
Interior (iri wee micietyels ore 6 Statuary bronze 
Flea dining crttetekep tusceraelee srels botvetans Agasote 
8 aL en I i ACh CIO OO OLD PIO NG OR ROE ac hehe Arch 
Air Brakes wom ceadestebeietclreleters « Westinghouse 
AYmature: easiness emiarkercleie. + «5 ae se Plain 
DG dm sad 38 On So pao Carbon Steel 
Bunipers to. ae aes ia < Channel type 


Car signal system. Consolidated and Faraday 


Cartrimmings | s..+:,5&'«.s:5 s) 018 se Brill 
Center and side bearings ............ Brill 
COMPPeSSOTS ©... 62 ecco0 @ Kolar eee GE CP-27-A 


Conduits and junction boxes 
Brill galvanized iron junction boxes and 
Crouse-Hinds and Erie Malleable Iron 
Works condulets. Rigid iron conduits 
Controle... si: agri see ee GE type K-68-A 
Couplers...... Pull socket and portable bar 
Curtain \ Curtain Supply Co. on 27 cars 


fixtures § National Lock Washer on 23 cars 
Curtain “material. tas este Pantasote 
Destination’ siens) $71. hss See Hunter 


Door operating mechanism 
National Pneumatic 


Energy-saving device ...... Economy meter 


BEnGOrs poe ere a ee sen eee ee H-B lifeguard 
Gears” and pinions, ~, sssceneee Tool Steel 
Hand) brakes Jo. cn lee Peacock staffless 
Heater equipment). .s..0esmeen Consolidated 


Headlights....... Electric Service Supplies 
Journal bearings i 
Journal boxes 


GE type MD-3 


IMO TOTSE Uiepert= aistetas ts GE-275-B, outside hung 
Paint) re syec0 olesejate layed fetelots wise ey oe Lucas 
Registers. totes <x. paced ie International 
Sanderson. cvse oy eee Sees Ohio Brass 
Sash, fixtures; -s...5i. fee ace (era eree .. Brill 
Seats! dhe cp dislt fess oles iapaaeee ee Brill 
Seating material’ |... 0. eee Wood slat 
Springs 1/28. 252-421. che oa eee ee ee Brill 
Step treads ..:. ....Universal 
Trolley catchers ..-Ohio Brass 


Trolley bas 
Trolley wheels .- 
Trucks 


Wheels...... Rolled steel 28 in, and 22 in. 


“Promet” journal bearings. 


i 
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_ Changes in North East 
Service, Inc., Personnel 


Warren K. Lee, manager of the 
: North East branch at Detroit, has been 
| appointed sales manager of North East 
| Service, Inc., with headquarters at 
| Rochester, N. Y. Mr. Lee joined the 
| North East organization at Rochester 
| in 1915. In 1916 he served with the 
American troops at the Mexican border 
| as a member of the cavalry contingent 
of the New York State Militia. Upon 
his return he was appointed assistant 
manager of the Chicago branch, where 
he remained until the United States 
entered the war in 1917. Mr. Lee then 
| joined the Engineering Corps with a 
lieutenant’s commission and saw active 
duty in France. At the close of the 
war he was appointed manager of the 
Detroit branch, filling the vacancy left 
by R. J. Kelleher, who was at that time 
placed in charge of North East activi- 
ties in Europe. 
_D. P. Cartwright has been appointed 
service manager of North East Service, 
Inc., with headquarters at Rochester, 


N. Y. Mr. Cartwright came into the ° 


North East organization in 1918 as 
manager of the New York branch. He 
continued in that capacity until 1925, 
when he was delegated to make a spe- 
cial trip around the world for the pur- 
pose of extending the activities of the 
North East Service organization in the 
Orient. For a number of years Mr. 
Cartwright was a director of the Auto- 
motive Service Association of New 
York. He was made a life member of 
the association at the time of his de- 
parture upon his trip. 

W. C. Edwards, assistant manager 
of the North East branch at Chicago, 
_ has been appointed manager of the De- 

troit branch to succeed Warren K. Lee, 

who has just taken up his duties as 
sales manager of North East Service, 

Inc., at Rochester. 


{ 


Trainload of Trolley Cars 
for Richmond, Va. 


Seldom are the natives along the 
right-of-way of one of the country’s 
railroads treated to the spectacle of 
a whole trainload of street cars being 
shipped hundreds of miles to their 
destination. Yet this sight was pro- 
vided recently when the American Car 


; Fifteen Cars Being Delivered to Virginia Railway & Power 


Me aa 
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PERE ER SOE Eee 40+1'Length over bumpers ~---- 
oF = 2744’ Length over body 


KEES 
26 Clear opening 


Exterior View and Floor Plan of the Richmond Cars 


Company of St. Louis, Mo., shipped a 
trainload of fifteen double-truck, double- 
end safety cars to the Virginia Railway 
& Power Company, Richmond, Va. 
Events such as this cannot have other 
than a most salutory influence upon 
public opinion, for they provide a very 
wholesome object lesson on the progres- 
sive spirit which is being increasingly 
shown within the industry. Upon ar- 
rival at Richmond the train occasioned 
much interest among the citizenry. The 
cars are now in service. 

Specifications on the cars, which are 
of all-steel construction and capable of 
seating 44 passengers, are appended 
here: : 


Bolster centers, length ........ 17 ft. 10 in 
Geneth overall ssc. ieee ee 40 ft. 1 in 
Truck wheelbase .........+-++: 5. £6. £4 in 
VAG DINOMET AM itels pct s.c cue es 2s 00's 8 ft. 5 in. 
Height, rail to trolley base ....11 ft. 0 in. 
ESOC Wem Pie PeBAT ER eiciiale! sue eieieieilele ss see All steel 
Interior trim ....Light colored mahogany 
Headlining ....... Haskelite veneer ceiling 
EC OUMMENN et MER RESIeM CLD tlc Stsici2 «cue eschew aie eps Arch 
Air brakes 

ATR Ob eas 

PEVETINPOCES Merete meniene ous sro c's oles oe 


Car. csieoma lS VStEMIG c.cpersi si <.cheorsis)alsi< Faraday 
Car shying ss) (ice artery ene Statuary bronze 
Center- and ,side “bearings: <).-).c%i-.. e. = Brill 
COMPLESSOLVS Ge Precise) dicie tier she Oresereng eta. DH-16 
Combtroky Bias 0.0 irae Siar le nid one, erameneranetens K-35 
Curtain fixtures..... National Lock Washer 
Curtain material ..Double-faced Pantasote 
Destination signs...... Hunter illuminated 


Door-operating mechanism ; 
American Car Co. 


Penamels. casas Pratt & Lambert Vitralite 
Energy-saving device..... Economy meters 
Fra neubOResige ce susustacsveractatie: ecstevets) «8 Johnson 
IV GUGOrS Seles onicte Se htepesietenees H-B lifeguard 
Gears and pinions ......... Westinghouse 
Hand) brakesiy.t i 22... chee Peacock staffless 


Heaters. Consolidated double-coil truss plank 


Hea@ishts) wor. Wooo fe Ohio Brass type ZP 
JOUPHA IV POKES! Cis site Gs. enele wie sploee olewie ele Brill 
Lightning arresters ........ Westinghouse 


Motors ..Westinghouse No. 508 inside hung 
SanMGersienwasenieissua sens she American Car Co. 
Sash fixtures..Schechter post casings, etc. 


SOT Gh teicvateueonle lateral atevesayre «di aictauare Brill Waylo 
Seating material ........‘‘Friezette”’ plush 
SPRINGS ia das tha clececataitersia wererem loka cee Brill 
NUlED ELCAGS ie lisicce aucune heb cle toon lelens Feralun 
'Trolley  CaAtehers: -sieacs, ccosssetetalens Ohio Brass 
Trolley ADASES Pos bc: apehpere siete Ohio Brass 
Trolley wheels) ..\< ss frat s eles Ohio Brass 


Trucks .. Brill No. 177-H-1 friction bearing 
Ventilators 
Railway Utility double honeycomb 
Wiheelscn cases Standard Rolled Steel Co. 
26-in. diameter 
Special devices, ete. 
Root air-operated track scrapers 


Company 


954 


Customer 
Public Service Transportation Co., Newark, N. J...... 
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Model 
Gas-electric chassis 


Number 
54 


Tulsa Street Railway, Tulsa, Okla...... 0... 6 05-2 ee ce ee eee eee 3 X, 21-passenger city service 
Indianapolis Street Railway, Indianapolis, Ind...........--...--..--- 3 Z, 29-passenger city service 
United Electric Railways, Providence, R. I.......... calles Deter eopts feeperats 10 Z, 29-passenger city service 
Wisconsin Power & Light Company, Fond du Lac, Wis............... 1 Y, Parlor coach | : 

2 Z, 29-passenger city service 
Nashville, Chattanooga & St. Louis Motor Transit Co., Nashville, Tenn. . 3  Z, 29-passenger city service 
Fifth Avenue Coach Company, New York, N. Y......-...+-0seeeeeee 5 Y, Parlor coach 


Key System Transit Co., Oakland, Cal..........+.--++- 


Joliet Transportation Co., Joliet, Ill........-....++5. 


3 X, 21 passenger city service 
1 Z, 29-passenger city service 


Montreal Tramways, Montreal, Quebec, Canada...... 5 . Z, 29-passenger city service 
East St. Louis & Suburban Railway, Hast St. Louis, I 4 Z, 29-passenger city service 
Illinois Power & Light Corporation, Quincy, Ill........... 2 X, 21-passenger city service 
Illinois. Power & Light Corporation, Galesburg, Il].................... 2  X, 21-passenger city service 
City Railway, Los Angeles, Cal.........--2 esses eee e eden ee eens 1 Z, 29-passenger city service 
jllinois Power & Light Corporation, Peoria, Il] .......6..+..ssesseeee 2  X, 2l-passenger city service 


101 Yellows Sold to Railways 
in April 
For the month of April, the Yellow 
Truck & Coach Manufacturing Company 
reports deliveries of bus equipment to 
railway and traction companies as 
shown in the above table. 


North Shore Cars Being Rushed 


After a trial run, during which they 
attained a speed of 75 m.p.h., eight new 
all-steel passenger motor cars recently 
received by the Chicago, North Shore 
& Milwaukee Railroad at Highwood, 
Ill., from the Cincinnati Car Company 
have been pronounced satisfactory in 
every particular and are ready for serv- 
ice on the new Skokie Valley division, 
which will be opened about June 1. 

The new equipment is part of an 
order placed last fall for twenty pas- 
senger cars and two dining cars. 
Delivery has been speeded up in order 
to have the additional equipment in 
service by June 24, when more than a 
million delegates to the International 
Eucharistic Congress are expected to 
entrain for Mundelein, Ill. The motors 
are being installed in the company’s. 
shops at Highwood as fast as the cars 
are received. 


Rolling Stock 


Chicago, North Shore & Milwaukee | 
Railroad, Chicago, Ill., has received one 
six-cylinder type observation parlor car 
from the Fageol Motors Company of 
California. 

Nashville Railway & Light Company, 
Nashville, Tenn., has just received one 
Differential car from the Differential 
Steel Car Company of Findlay, Ohio. 
This car is equipped with GE-275 
motors and K control. 


Metal, Coal and Material Prices 
Metals—New York May 25, 1926 


Copper, electrolytic, cents perlb.......... 13.80 
Copper base, cents perlb................. 16.00 
Lead, cents perlb......... 7.65 
Zinc, cents perlb....... 7.20 
Tin, Straits, cents per lb 61.00 
Bituminous Coal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 

Roads; gross tones. scones as cece sacs eee $4.425 
Somerset minerun, Boston, net tons....... 15.925 
Pittsburgh mine run, Pittsburgh, net tons 1.825 
Franklin, IIl., screenings, Chicago, net tons 1.925 
Central, Ill., screenings, Chicago, net tons.. Wave 
Kansas screenings, Kansas City, net tons 2.50 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

TOGO 16: cies con enter bieeetsi« ives $6.25 
Weatherproof wire base, N. Y., cents perlb 18.00 
Cement, Chicago net prices, without bags 2.10 
Linseed oil (5-bbl. lots), N. Y., cents perlb. 11.20 
White lead in oil (100-Ib. keg), N. Y., cents 

PON UD ciara pleats graynivie oe clerslerete iets sta eicvals 15.00 
Terpentine (bbl. lots), N. Y., pergal..... «. $0.86 


Victorian Railways, Melbourne, Aus- 
tralia, has received one six-cylinder 
parlor car chassis from the Fageol 
Motors Company of California. 


Track and Line 


Philadelphia, Pa.—One bid was re- 
ceived by the City Transit Department 
on May 21 for the contract for supply- 
ing the rails for the Broad Street sub- 
way and the contract was at once 
awarded. The single proposal was’ from 
the Bethlehem Steel Company, Bethle- 
hem, Pa., and its offers for the 2,884 
tons of rails, 205,000 spikes, nutlocks 
and bolts is $172,541. The third sec- 
tion of the rail equipment contract for 
the Broad Street subway is covered in 
a call to be issued for bids for the 
special trackwork in the Fern Rock 
terminal. The bids will be opened by 
Director of City Transit Ehlers on 
June 26. The advertised call for pro- 
posals enumerates rails, frogs, switches, 
crossings, tie-plates and all appur- 
tenant equipment for the terminal. 
Call for the special trackwork, such as 
switches, crossovers, sidings and frogs 
for the main line is being advertised 
now, and these bids are to be opened on 
June 16. Contract for finishing the sta- 
tions will soon be let. 


Nashville Railway & Light Company, 
Nashville, Tenn., has been petitioned 
to extend its Buena Vista line across 
the Hydes Ferry bridge to Jordonia. 
The railway is willing to make the ex- 
tension provided it is assured patronage 
sufficient to offset the expenditure. 


Birmingham Electric Company, Bir- 
mingham, Ala. has been granted a 
franchise for a single-track car line on 
Twenty-first Street. The track will be 
utilized in rerouting East Lake cars. 


Memphis Street Railway, Memphis, 
Tenn., has been engaged in many con- 
struction jobs, included in which is the 
improvement of Madison Avenue from 
Third Street to Marshall Avenue. The 
street is being widened to 49 ft. be- 
tween curbs from Third Street to 
Lauderdale Street. The present wood 
block paving from Third to Fourth is 
being replaced by sheet asphalt. New 
7-in. A.E.R.E.A. standard rail is being 
laid between Third and Piomingo 
Streets. The company recently com- 
pleted overhauling the tracks on 
Thomas Street from the Union Railway 
crossing to the end of the line. Early 
in the present year the company began 
rebuilding the tracks on Fifth Street 
and on _ Sixth Street. New 7-in. 
A.E.R.E.A. creosoted ties and steel base 
plates are being installed. It is esti- 
mated that the work will take about 
two months to complete. 
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Power Houses, Shops and 
Buildings ’ 

Virginia Electric & Power Company 
Richmond, Va., has started work on the 
construction of a modern bus terminal 
repair shop at the corner of Davis and 
Grayland Avenues. The new bus termi- 
nal, when completed, will represent a 
investment of approximately $20,000. 
It will be used as headquarters for the 
fleet of buses operated by the company 
in Richmond. Plans for the shop were 
designed by Allen J. Saville, Inc. This 
firm will also undertake the construc- 
tion of a concrete building which will be 
50 ft. x 140 ft. in dimension, a size 
adequate to handle the company’s 
buses. The bus terminal will be used 
also as a repair shop and will be thor- 
oughly equipped with machinery for 
undertaking all classes of repairs. 


Trade Notes 


H. B. Sauer has been appointed man- 
ager of the Detroit branch of Timken — 
Roller Bearing Service & Sales Com- 
pany. He was formerly assistant 
branch manager at Cleveland. 

Samuel D. Hibben has been placed 
in charge of the combined engineering 
and illuminating department of ‘the 
Westinghouse Lamp Company. Under 
his supervision will be grouped the com- 
mercial engineering department and 
the illuminating bureau, the consoli- 
dated activities to be known as a new 
commercial - engineering department. 
His headquarters will be removed from 
150 Broadway, New York, N. Y., to the 
company’s plant at Bloomfield, N. J. 


P. F. Rose, formerly assistant branch 
manager of the Timken Roller Bearing 
Service & Sales Company, has been ap- 
pointed branch manager of its Cincin- 
nati office. | 

Edward J. Doggins has joined the 
sales staff of the EHisemann Magneto 
Corporation, New York, N. Y. For the 
past four years he has acted as credit 
manager of the company and now 
covers the Southeastern territory. 
Stephen M. Cargill, Jr., succeeds Mr. 
Doggins as credit manager. Mr. Car- 
gill was a former credit investigator 
for R. G. Dun’s Commercial Agency. 


New Advertising Literature 


Sangamo Electric Company, Spring- 
field, Ill., has issued a booklet giving 
instructions for the use of Sangamo 
D5 watt-hour meters. 


Reo Motor Car Company, re 
Mich., has published a booklet whi 

contains the editorials on bus operation 
which have appeared in back numbers 
of Reo Bus News. The foreword states 
that the book was prepared in response 
to many inquiries for these editorials, 
coming from various universities as 
well as engineering concerns. A num- 
ber of editorials by Carl Parker are in- 
cluded giving pertinent suggestions as 
to the proper co-ordination of bus and 
railway service. Copies of this attrac- 
tively edited booklet may be obtained 
from the Reo company. ; 


é 
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Create Public 
Good Will with 


Comfortable 
Seats— 


Brill 


No.105-B Type 


for 


Single-end Cars 


ANY electric railways 

are demonstrating the 
importance of com- 
fortable seats in creating 
favorable public relations. 
Greater consideration is be- 
ing given to this factor, re- 
sulting in the development 
of many types of car seats in 
which comfort and appear- 


ance are outstanding fea- 
tures. 

The Brill No. 105B type 
illustrated, upholstered in 
plush, with deep soft cush- 
ions and back set at the right 
pitch for relaxation, was re- 
cently specified for an order 
of 30 single-end cars under 
construction. 
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Time Seconds 


The measure of the added protection 


A new order of substation protec- 
tion was instituted with the devel- 
opment of the G-E High-Speed 
Circuit Breaker nine years ago. 
During these years about 900 
Breakers of this type have been 
installed. The High-Speed Breaker 
is not an experiment of recent date. 


GENERAL ELECTRIC 


: : ne ‘ 
‘Fiadin A Ave. Substation, United Reed of St, Louis 


What the addition of. 
High-Speed Breakers — 


adds to your substations 


With the high-speed type of air circuit breaker, 
the total elapsed time of a short circuit from 
initial current rise to complete interruption is 
but .008 to .015 second. 


Operating at such extremely high speed, he 
breakers open short circuits so quickly that 
Hashovers on commutating machines are prey 
vented. This decreases wear of commutator and 
brushes and practically eliminates damage from 
internal grounding. It also insures greate 
reliability and lower substation maintenance. 


Bulletin 44742.1 describes the G-E High- Speed 
Breaker. Your G-E Office has copies. 


